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ING le NY Time—the saving of hours, or even of minutes, ' 
ge Para i “inna between shipper and receiver—is the very essence 
of of modern transport efficiency. Hand-to-mouth . 
Jefferson Oty ee gata buying of all commodities has made prompt ; 
MISSOURI Evansville | exingto, delivery a prime consideration. 
KENTUCKY _ Thus, the new, combination rail-truck service of 
Chicago Motor Express Terminal, Inc., covering 
the entire central west, will be welcomed by ship- 
pers everywhere. It reduces the time factor 
greatly. Pool cars, reaching distribution centers 
_--TENN e by fast rail freight are distributed the same day— 

EN ESSE or, if arriving late in the day, the next morning. 
me." | The new ‘‘all commodity”? rates make this co- 
nnaioers ordinated rail-truck service, including pickup and 

delivery, decidedly economical. 

As evidence that this service is valuable, dis- 
tribution through our Chicago terminal alone is 
increasing one million pounds a month. 

Shipments are insured against all hazards in 
transit and against fire while in terminal stations. 

The Terminal takes full responsibility for the safe 
delivery of shipments. 

We also handle carload distribution out of 
Chicago by truck with no extra warehouse or 
handling charge. Such cars should be consigned 
to us on our C. B. & Q. R. R. private siding at 
Chicago. 

If you ship into the central west, you will want 
full particulars and tariffs. Address Chicago Motor p 

f s Express Terminal, Inc., 53 West Jackson Boulevard, L 
Chicago, Illinois. Ds 
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Traffic Men! 


See that your reservations for 

Associated Traffic Clubs of 

America meeting at St. Paul, 
April 27-28, are made at 


Nt. Paul’s Greater Hotel 


LOWRY — 


STATS OPERATED 


The Club’s Convention 
Headquarters 


500 ROOMS — 500 BATHS 
Rates for One $2.50 to $5.00 : 
Rates for Two $3.50 to $7.00 “epg 
Excellent Sample Rooms 

o 


@ Radio service in every room. 

@ Circulating iced artesian water. 

@ 350-car ramp garage within the building. 
. 


An atmosphere of activity you will 
like . . . popular priced coffee 
shop .. . beautiful cafe . . . a dis- 
tinguished cuisine . . . circulating 
library .. . drug store .. . barber 
shop .. . beauty parlor. . . valet. 
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In Kansas City 
Now Stats Operated 


HOTEL BELLERIVE 


Armour and Warwick Blvd. 
“Away from Downtown Noises” 
50c Taxi Fare to Loop District 


Po niin Ginn in 






THE NEW 
HOTEL LOWRY 


ST. PAUL, MINN. 
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ENGLAND'S 
TARIFF WALLS 


What Then? 


Recent economic trends have forced the issue... to make 
money in England, your merchandise must be “Made in 
England.” 

Tariff walls are rising. England’s rejection of the gold 
standard puts America’s exporting to England at increased 
disadvantage. 

Yet, every trade difficulty is overcome by establishing a 
factory in England. We can help you find both building 


and location. Our files contain full information on wages, 


taxes, labor supply . . . floor plans and photographs. 

This service is readily available at any one of our 
American offices and may be yours in strict confidence hl 
without obligation or expense. Simply indicate your in- ve 

ruc 
terest . . . by letter or telephone. it. " 
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Thomas A. Moffet, Vice-President—Freight Traffic 1 Broadway, New York City 
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Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





SHIPPERS AND WATERWAYS 


E made some remarks in this column last week 

with regard to the position of shippers as to motor 
vehicle transportation, making the point that it is not 
correct to speak of “shippers” as being opposed to motor 
truck regulation, for the reason that many of them favor 
it. The same thing is true of inland waterway transpor- 
tation as at present conducted. Though shippers who 
can use to advantage this subsidized means of transport 
usually favor it, and those who cannot use it and are, 
consequently, discriminated against by it, are, for the 
most part, strangely silent, there are shippers, even in 
the territory served by the government waterway, who 
/ are vigorously opposed to expenditure of government 
money in maintaining and extending this service. Wit- 
hess the presentation, as reported in The Traffic World 
last week, by P. H. Scheunemann, of Minneapolis, for the 
Northwest Shippers’ Protection Association. 

Of course, the usual effort was made by advocates of 
the bill under consideration to cause the impression that 
this presentation was made in the interest and on behalf 
of the railroads. These gentlemen can never understand 
(or, at least, admit) that opposition to the courses they 
advocate is dictated by anything but desire to aid the 
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railroads, but that their theory in this case is wrong is 
obvious. Of course, men’s motives are mixed and we do 
not undertake to underwrite the purity of the consciences 
of all the men and concerns represented in the protest; 
but the names speak for themselves; here they are: 
Becher Barrett Lockerby, McCabe Bros. Co., Pillsbury 
Flour Mills Co., Fraser Smith Co., King Midas Mill Co., 
Shevlin Pine Sales Co., Commander-Larabee Corporation, 
H. H. King Flour Mills Co., Atwood Larson Co., Russell 
Miller Manufacturing Co., Northwestern Consolidated 
Manufacturing Co., Huntting Elevator Co., Winter Trues- 
dell-Diercke Co., International Elevator Co., Imperial 
Elevator Co., Minnekota Elevator Co., Winton Lumber 
Manufacturers, Weyerhaeuser Sales Co., Albert Miller & 
Co., F. B. Northrup & Co., D. E. Ryan Co., J. C. Fame- 
chon, J. R. Beggs & Co., M. C. Ragatz & Son Co., H. M. 
Noack & Sons, Big Stone Canning Co., Stork Brothers, 
Eagle Roller Mill Co., Donovan Grain & Fuel Co., Speltz 
Grain & Coal Co., American Gas Machinery Co., Fair- 
mont Canning Co., American Beet Sugar Co., Minnesota 
Valley Canning Co., C. H. Klein Brick Co., Cedar Lake 
Ice & Fuel Co., Nash Finch Co., Gamble-Robinson Co., 
Fullerton Lumber Co., Western Oil & Fuel Co., Minne- 
sota-Linseed Oil Paint Co., De Soto Creamery & Produce 
Co., Henry Simons Lumber Co., Strong Scott Manufac- 
turing Co., Central Supply Co., General Bronze Corpora- 
tion, Wheeler Barnes & Co., F. H. Peavey & Co., 
Minneapolis, Minn., Monarch Elevator Co., St. Anthony 
& Dakota Elevator Co., Osborn-McMillan Elevator Co., 
Central Elevator Co., Woodworth Elevator Co., Victoria 
Elevator Co., National Elevator Co., Atlas Elevator Co., 
E. J. Woodworth & Co., Concrete Elevator Co., Cargill 
Grain Co., Occident Elevator Co., Northrup, King & Co., 
Northern Oats Co., R. R. Howell & Co., Van Dusen Har- 
rington Co., Berwind Fuel Co., Great Lakes Coal & Dock 
Co., C. Reiss Coal Co., Pickards Mather Co., Carnegie 
Dock & Fuel Co., Hickman, Williams & Co., Inland Coal 
& Dock Co., P. & A. Coal & Dock Co., Clarkston Coal & 
Dock Co., Philadelphia & Reading Coal Co., M. A. Hanna 
Coal & Dock Co., North Western Fuel Co., Northern Coal 
& Dock Co., Pittsburgh Coal Company of Wisconsin, 
Flaxlium Insulating Co., Empire Elevator Co., Great 
Western Grain Co., McCarthy Brothers Co., Union Ele- 
vator Co., C. C. Wyman & Co., Brown Grain Co., McCaull 
Lyman Co., Hiawatha Grain Co., Miller Elevator Co., 
Pacific Grain Co., Johnson-Olson Grain Co., Ladish-Stop- 
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penbach Co., William Dalrymple Co., Logan & Bryan, 
Atlantic Elevator Co., Cereal Grading Co., Stuhr-Seidl 
Co. W. R. Brown, Hallet & Carey Co., D. R. Wagner Co., 
Rugby Milling Co. 

The Scheunemann testimony was strong because it 
was backed by the signatures of a hundred concerns that 
ship into and out of the Minneapolis district, and the 
authorization of three hundred country elevators, mem- 
pers of the Farmers Grain Dealers’ Association, paying 
$10,000,000 a year in freight bills. No other witness made 
such a showing of concentrated strength because, as Mr. 
Scheunemann said, he got his signers together for a 
specific purpose—that of opposing this particular bill 
that would take money from their pockets in the form 
of taxes, and, probably, as he said, by increase in freight 
rates. He put the names of the signers into the record 
of the committee. That is something on which the sena- 
tors can chew when they are asked to vote for the bill. 


Some of the signers are big shippers known through- 
out the country. Some of them have appeared before the 
Commission as complainants in formal cases. One can 
pick them out of both classes by merely running the eye 
through the list of signers. Such a survey may help to 
the conclusion that the list is not one at which even a 
senator is entitled to sneer. 


Even if a large percentage of the signers are grain, 
lumber, coal, and potato shippers, the fact is that they 
are shippers who, if they cannot or do not choose to use 
the river navigation facilities, would be compelled to bear 
their share of the expense of the bond issue proposed and 
stand some share of the suspected contingent loss men- 
tioned by Mr. Scheunemann—the increase in freight 
rates—for the benefit of those who believe river trans- 
portation will help them. 


The Scheunemann testimony certainly showed that 
there is a division of sentiment among shippers with re- 
spect to waterway transport, even as there is among ship- 
pers with respect to truck regulation. 

The division among shippers as to regulatory policies 
with respect to transport agencies other than the rail- 
roads was accentuated also in the hearings on the matter 
of intercoastal steamship regulation. J. H. Beck, on the 
one hand, appeared, to present the official view of the 
National Industrial Traffic League against such regula- 
tion and, on the other hand, R. C. Fulbright, who is chair- 
man of the League’s legislative committee and powerful 
in its councils, appearing for other clients, favored 
regulation. 

What has happened is probably this: The movement 
of traffic by truck and by water in the services involved 
has substantially increased, with the result that, without 
regulation, certain shippers find that they are at a dis- 
advantage as compared with other shippers and that they 
will continue to be at a disadvantage until there is regu- 
lation. This is all aside from the question of fairness to 
the railroads in their competition with the highways and 
waterways. How many shippers who now profess to be 
against regulation of highway and waterway rates but 
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who use rail service extensively would agree to putting 
rail rates on the same basis—that is, no regulation? In 
other words, the shipper has a vital interest in regulation, 
under the scheme of things in this country, quite apart 
from consideration for the railroads. 


R. B. A. RECOMMENDATIONS 


The Railway Business Association has submitted for con- 
sideration at the annual meeting of the Chamber of Commerce 
of the United States at San Francisco May 17-20 resolutions as 
to railway rate making, financial restoration of the railways, 
federal barge lines, government competition with business, motor 
vehicles and waterways, as follows: 


Rule of Railway Rate Making 

Congress should retroactively repeal the recapture and valua- 
tion clauses of the act to regulate commerce, eliminate all reference 
to a return upon the value of the property and substitute a simple 
rule that in the regulation of rates it shall be the duty of the In- 
terstate Commerce Commission to allow the railways an opportunity 
to earn an average annual income sufficient for adequate enlarge- 
ment and progressive improvement of the properties. 


Financial Restoration of the Railways 


Preservation of the new American standard of railway service 
requires financial restoration of our railways. The Interstate Com- 
merce Commission has bidden these carriers explore the whole rate 
structure, bringing in tariffs calculated to avoid diversion of traffic 
and to increase revenue. Regarding that objective as now paramount 
in their interest and that of the public, shippers should solidly co- 
operate in the requisite rate adjustments, abating the severity of 
competition and accepting some sacrifice for the common benefit. 


Federal Barge Lines 

In accordance with the federal barge line act of 1928, the secre- 
tary of war should obtain from the Interstate Commerce Commission 
a report whether joint water and rail transportation is generally 
available from the standpoint of joint rates, and if the Commission 
reports in the affirmative he should announce his findi that navigable 
channels are reasonably dependable and terminal facilities reasonably 
adequate and sell the property of the Inland Waterways Corporation. 
Provisions of law designed to exclude railways from operating river 
craft should be repealed. We oppose a bond issue for wholesale river 
improvements. Inland waterway projects should be much more crit- 
ically scrutinized than heretofore. 


Government Competition With Business 


The many forms of federal and state competition with citizens 
in business should be systematically studied and an end put to all 
those for which economic justification is doubtful. 

The Muscle Shoals power and chemical property should be sold 
or leased ‘‘as is.’””’ We deplore provisions ostensibly for temporary 
government operation pending a lease but actually calculated to make 
a lease impossible. 

Motor Vehicles 


Congress should require that before entering interstate commerce 
by motor bus or truck for hire the operator must obtain a federal 
— of public convenience and necessity and of his responsi- 

ility. 

Interstate highway rates should be stabilized and kept public 
through regulation by federal authority. Motor vehicles in interstate 
commerce should be required to observe regulations of all states trav- 
ersed. Interstate motor vehicles operated by railways should be 
subjected to regulation not exceeding that imposed upon other motor 
vehicles. The states should continue their efforts to equalize the 
conditions of competition between railways and motor vehicles. 


Waterways 


Rates and service of intercoastal, coastwise and inland vessels 
should be placed under federal regulation by the same agency that 
controls rates and service of railways with which they compete. The 
railways should be authorized to operate ships. 


CABINET OFFICER FOR TRANSPORT 


“We submit the time has come when the proper coordina- 
tion of transportation facilities in the United States requires 
the establishment of a cabinet officer to handle transportation 
matters,” says the advisory board of the National League of Com- 
mission Merchants in a letter to Silas H. Strawn, president of 
the Chamber of Commerce of the United States, urging action 
on the proposal at the annual meeting of the chamber at San 
Francisco May 17-20. 

“This secretary of transport,” continues the letter, “should 
be authorized and instructed to harmonize national policies as 
related to rail, water, motor and air transportation, giving to 
each the supervision and direction of development that will 
encourage a unified transportation system for the country built 
on the primary consideration of the public interest.” 

Continuing, the advisory board, in part, says: 


In the transportation field, the distress of the rail carriers is 
too well appreciated to justify restatement here. The rail system is 
vital to all our activities. Collapse of rail transport would be a na- 
tional calamity. We must believe it will be prevented at whatever 
cost, even though prevention may require us to desert some of our 
preconceived notions on railroad economics and revise our theories of 
rate making. Old formulas are impotent in the face of new conditions. 
The part of constructive statesmanship is to revise attitudes and 
formulas to meet current conditions, preserving in the readjustment 
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—_ facility, agency and practice justified on the basis of social 
utility. 

Our transportation situation has been complicated, in recent years, 
by the development under government encouragement of waterways; 
by pipe lines, by the unprecedented expansion of motor vehicle haul- 
age and, in lesser measure, by the development of air transportation. 
Each of these is an actual or potential competitor of rail carriers. 

The motor bus and motor truck are modern facilities with ad- 
vantages and benefits to which the general public is entitled. The 
public right in this direction, however, may not prudently be exer- 
cised to the extent of critical impairment of the rail system. To bind 
the latter with stringent regulation, while imposing no restraints on 
motor vehicle haulage, is to say that a public right may be exercised 
even though it destroys a national necessity. 

As motor truck transportation has developed, it has deprived the 
railroads of substantial tonnage and revenues. In the fresh fruit 
and vegetabie industry it has worked demoralization of markets 
through the activities of the itinerant truck peddler. The losses 
incident to this demoralization, in large measure, are reflected in the 
lower prices received by growers and producers on the larger volume 
of their commodities moving by rail. Every phase of the situation 
suggests the prudence of intelligent regulation of the motor truck 
transport to the end that future development of this form of trans- 
portation may be rationally related to the real transportation needs 
of the entire country. 

While water carriers and airplane have not caused as much 
confusion as the motor truck, they are disturbing factors and their 
development not yet has been coordinated with other forms of trans- 
portation in a way calculated to promote a strong, efficient transpor- 
portation system in which every transportation facility is developed 
to the maixmum utility consonant with permanent national needs. 

That the rail carriers are dissipating earnings in their competi- 
tion for tonnage, is quite apparent to those of us who are in the 
fresh fruit and vegetable industry. The last annual meeting of the 
National League of Commission Men, on the recommendation of its 
transportation committee, passed a resolution clearly indicating the 
resentment inspired by some of these costly activities of the carriers. 
This resolution points out that in some terminals the carriers seri- 
ously are interfering with the efficient handling of perishable com- 
modities and hold back the development of unified terminal facilities. 

We submit that the importance of this transportation question, 
its complications, and the ponderous procedure in the existing reg- 
ulatory machinery, dictate the desirability of bringing all phases of 
our transportation problem into one government department, presided 
over by a cabinet officer. 

The letter was signed by Robert F. Blair, president; George 
Lafbury, first vice-president; Aubrey Milam, second vice-presi- 
dent; L. J. Keach, chairman of the advisory board; J. Earle 


Roberts, Harry H. Root, and Thomas F. Cochran. 


COMMODITY VALUES AND REVENUE 


The Commission has made public tables of freight revenue 
and value of commodities transported on class I steam railways 
in 1930 collected and compiled under the direction of Edward 
Crane, a statistical analyst in its bureau of statistics. 

This compilation shows the total value of the freight trans- 
ported by the class I railroads in 1930 as $62,090,176,000, of 
which $10,383,000,000 is for less-than-carload freight and $35,- 
364,915,000 for carload manufactures and miscellaneous, leaving, 
as says text in connection with tables, “only $16,341,909,000 for 
the products of agriculture, animal husbandry, mines and 
forests.” The text further says, “for the $45.7 billions of value 
in the first two items, $1.85 billions of freight revenue was col- 
lected, while for the $16.3 billions of value, $2.36 billions of 
freight revenue was collected, the respective percentages being 
4.05 and 14.42.” 

The final line of the compilation shows the grand total, 
carload and less-than-carload revenue freight originated, to have 
been 1,153,196,636 tons; freight revenue to have been $4,206,- 
496,000 or at the rate of $3.65 a ton; the value at dstination 
was, as before set forth, $62,090,176,000; and the percentage, 
freight revenue of the value at destination, to have been 6.77. 
No correction was made for varying lengths of haul. 

Like figures for 1928, in a compilation issued in August, 
1929, show the grand total of revenue freight originated to 
have been 1,285,942,976 tons; freight revenue to have been 
$4,830,274,000 or at the rate of $3.76 a ton; the total value at 
destination to have been $68,261,054,000; and the percentage, 
freight revenue of the value at destination, to have been 7.08. 
No correction was made for varying lengths of haul. 

“Aside from the general downward trend of prices,” says 
the text issued in connection with the tables, ‘numerous changes 
in value per ton from those shown in the 1928 study have been 
made. The most important one of these is the value of $350 
a ton for L. C. L. and miscellaneous carload manufactures in 
place of $200 used in the 1928 study.” 

The text is called an explanation of the table. It says the 
wholesale prices on which the present study are based have been 
selected with care but that when it is considered that over 
3,000 kinds of commodities moving on railways are grouped in 
157 classes, “without any indication of the proportions of the 
components within each class, it is apparent that only a rough 
approximation of the true average value of each class can be 
achieved.” Another difficulty, the explanation says, is the fact 
that where quotations are on a unit basis other than weight, a 
representative weight equivalent cannot always be accurately de- 
termined. Where the price used referred to point of production, 
the average freight revenue a ton for the class was added to 
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obtain the total value for the class. Continuing the explanatjoy 
in part, says: ' 

It is obvious that such a total is exaggerated to the extent tha 
there is duplication in the reports of tons originated. Such duplica. 
tion occurs when traffic is reshipped on new bills of lading. For this 
reason, also, the average freight revenue per ton is understated, jf 
for example, one has in mind the aggregate revenue paid by a ‘toy 
from farm to the ultimate point of consumption or export. 

As shown by a footnote in the table, the average freight reven, 
per ton is uncorrected for length of haul. The fact that one clas 
shows a higher freight revenue per ton than the average for another 
class, or for all classes, does not necessarily indicate that the freight 
rates are out of line. The variation may result from a difference in 
length of haul or from a difference in other conditions of transport,. 
tion. Load per car and length of haul, not shown here, are items 
that relate to the cost of the service performed. If one is interesteg 
simply in what the traffic will bear, the haul and load need not by 
considered. From the standpoint of what the traffic will bear, it js 
the total freight burden per ton that is of importance. The lag 
column in the table, showing the per cent which the freight reveny, 
is of the value as destination, thus has significance only with respeot 
to one of the elements usually considered in rate-making. But even 
in this connection it may be noted that what the traffic can bear jg 
affected by the extent to which the shipper who pays the freight can 
shift the burden to his customers and on whether or not the traffic 
is suitable for haulage by other than railway transport agencies. 

It is obvious that the freight burden is not generally adjusteg 
in proportion to commodity values. Of the values at destination, the 
freight paid represents a much larger element in some cases than in 
others. A high ratio of freight charge to value at, destination js 
not on its face an evidence of injustice. In some cases the haulage 
to market may cost as much as getting the commodity out of the 
ground ready for transport, and the market value at destination may 
barely cover the sum of the two costs. Freight charges are a large 
factor in the destination prices of bituminous coal, gravel and sand, 
stone, cement, brick, lime, ice, hay, straw, and fresh fruits and vege. 
tables, but are a relatively small factor in the prices of wool, leather, 
tobacco, and cloth. The average percentage for all commodities for 
1930 was 6.77. This figure can not properly be compared directly 
with the corresponding figure of 7.08 per cent shown in the 1928 study 
because of the revisions in the 1930 study of some of the values per 
ton for reasons other than those resulting from the downward trend 
of prices. If such revisions had not been made, or if the 1928 study 
were reworked with the revisions included, a somewhat larger per- 
centage would appear for 1930 than for 1928 because the freight rates 
did not decline in proportion to the decline in the value of the com- 
modities. Changes in the ratios of various classes of commodities 
to the total in 1930 compared with 1928 had only a slight effect, as is 
shown by the fact that when the 1930 values per ton are weighted 
by the 1928 tons, the average ratio of revenue to value is 6.56 per 
cent compared with 6.77 when the 1930 tons are used as wieghts. 

The totals for products of agriculture are as follows: 
Revenue freight originated, 110,728,445 tons; freight revenue, 
$674,745,000 or at the rate of $6.09 a ton; value at destination, 
$5,849,971,000; and per cent, freight to value, 11.53. 

Animal and products figures are: Revenue freight orig- 
inated, 23,128,633 tons; freight revenue, $224,097,000 or at the 
rate of $9.69 a ton; value at destination, $6,475,878,000; and per 
cent, freight to value, 3.46. 

Products of mines figures are: Revenue freight originated, 
642,536,854 tons; freight revenue, $1,204,423,000 or at the rate 
of $1.87 a ton; value at destination, $2,632,569,000, and per cent, 
freight to value, 45.75. 

Products of forests figures are: Revenue freight originated, 
69,370,554 tons; freight revenue, $252,585,000 or at the rate of 
$3.64 a ton; value at destination, $1,383,491,000, and per cent, 
freight to value, 18.26. 

Manufactures and miscellaneous figures are: Revenue freight 
originated, 277,765,429 tons; freight revenue, $1,421,296,000 or at 
the rate of $5.12 a ton; value at destination, $35,364,915,000, and 


percentage, freight to value, 4.02. 


I. C. C. APPROPRIATION 

The independent offices appropriation bill, as passed by the 
House and sent to the Senate, carries an appropriation of $7, 
228,179 for the Commission as recommended by the committee on 
appropriations. This represents a reduction of $2,184,294 under 
the current appropriation and a reduction of $1,533,231 under the 
Budget estimate submitted by the President. Of that latter re- 
duction, $1,483,321, according to the committee, was made be- 
cause of the expectation that the Commission would be relieved 
of the duty of recapturing excess earnings of carriers under sec- 
tion 15a of the interstate commerce act. Efforts were made to 
show that even if recapture were repealed, the Commission still 
should have most of the $1,483,321 for work that had been 
put aside on account of the recapture work. The House, how- 
ever, did not increase the appropriation. 


ATTACK ON I. C. C. SALARIES, ETC. 

Representative Dies, of Texas, in a speech in the House on 
the independent offices appropriation bill, said it was unthink- 
able the government should pay members of the Commission 
$12,000 a year, while congressmen only received $10,000 and had 
to “pay their campaign expenses and to maintain two homes.” 
He said there were many competent and able men who would 
be glad to serve for one-half the salary of a commissioner. 
He also attacked expenditures for the Board of Mediation. 

Representative Summers, of Texas, offered an amendment 
cutting the salaries of the members of the Board of Mediation 
from $12,000 to $10,000, but after debate in which the board’s 
work was defended he withdrew the amendment. 


Yode 
Be T 
Into 


the ' 
shins 
tiful 


enou 
the J 
work 
tribe 
toria 
icans 
Gert 
prop 


ther 
been 
unle 
its « 
crea 


find 
mite 
vibr 
in ¢ 
whe 
than 
a dt 
to 2 
oil. 
suc] 
may 





tion, 


that 
ica. 
this 
1, if, 
, ton 


enue 
Class 
ther 
“ight 
© in 





Current Topics in 
Washington 





Oil fever has got into the blood stream of 


Yodeling May the Bavarians. They are soiling their green 

d sports pants, tearing their purple coats, and 
Be Turne allowing their gemsboks to fall awry. But 
Into Wailing what do they care? They have “struck ile!” 


Therefore, they are subscribing to the stock of 
the wildest of wild cat companies, determined to improve each 
shinging hour by puncturing their beautiful hills and more beau- 
tiful meadows. 

There is petroleum in Germany, but not in quantities great 
enough to excite American companies to any extent. However, 
the American companies are financially interested in exploration 
work in Thuringia and along the Elbe where lived the Teuton 
tribe, first of the Teutonic peoples to become known to his- 
torians, about 300 years before the Christian era. But Amer- 
icans are not making figures as to the allowable production 
Germany may have when the world’s production is prorated, as 
proposed by a Royal Dutch-Shell group head man. 

The interesting thing about oil in the Elbe region is that 
there are under the surface salt domes where the oil has 
been found. A salt dome in Texas, for instance, means that, 
unless some contrary fact appears, it is worth drilling along 
its edge. The salt dome, being a dense formation, tends to 
create pools. 

Geophysical exploration enables the scientific hunters to 
find salt domes with relative ease. The hunters explode dyna- 
mite at given points. They measure the speed with which the 
vibrations travel. They travel fast through salt domes while, 
in ordinary soil, their speed is appreciably less. Therefore, 
when an area is found where the vibrations travel with more 
than ordinary speed there is a salt dome and where there is 
a dome there is oil in greater or smaller quantities. Science, 
to a large extent, has abolished the romance in the hunt for 
oil. But, so far as appears, the Bavarian yodelers are not using 
such scientific methods; hence, the thought that their money 
may take wings and their yodels be converted into wails. 





Times without number, observers at 
public hearings have heard objectors to 
proposals to spend public money sneered 
down with insinuations that they were 
thinking only of their own selfish in- 
terests. Anyone who even timidly sug- 
gests that it would not be advisable to spend hundreds of 
millions for waterways or roads is generally held up to scorn 
as speaking for the selfish interest of the railroads, even when 
he tries to point out that an enormously expensive project will 
unjustly take money from him. 

And that sort of argument is tolerated in meetings of 
— bodies in the United States, of all places on 
earth! 

Taxation without representation, it might be recalled, was 
one of the things to which English subjects in the colonies 
objected. They were so unreasonable as to want to have 
something to say about the taxes they were going to be called 
on to pay. 

It might be observed, so near the anniversary of the shot 
that was heard around the world, that we have the represen- 
tation now in bodies of our own choosing. In a supplementary 
way, it might also be observed that, in the meetings, such as 
that of the Senate committee on commerce, where the Ship- 
stead bill was considered last week, the one man who had 
the nerve to speak out against what he deemed the use of 
money of all the people for the benefit of a few of the people 
Was subjected to insinuations impugning his motives—a ques- 
tioning of whether he spoke for the people he had named or 
for somebody else, either the railroads or the grain dealers. 

Government by insinuation is common. Questions even by 
Senator Nye, presiding officer, whether so intended or not, con- 
veyed the insinuation that the operators of the elevators who 
Were opposing the Shipstead bond bill were browbeaten by the 
railroads into their opposition because their elevators were 
on railroad land. 

The allegation that they were objecting because they thought 


God Bless the 
Man Who Thinks 
of His Own Dollar 
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the proposal would take too many dollars out of their pockets 
was not enough of an explanation to satisfy the advocates of 
the bill, it might be inferred from the way they went about it 
to suggest that the railroads and the Minneapolis Chamber of 
Commerce had inspired the opposition. It might also have 
been inferred that neither the railroads nor the members of 
that exchange were citizens of the United States, but aliens 
and enemies. 

An address made to the Kentucky legislature a short time 
ago by Melvin A. Traylor, president of the First National Bank, 
of Chicago, suggests the thought that, in the last ten or fifteen 
years, there have not been nearly enough objectors at hearings 
before legislative bodies. He pointed out that the sum of all 
the taxes Americans paid amounted to one day’s labor every 
week and that every eleven persons gainfully employed sup- 
ported one government worker. 

A little more than twenty years ago government job holders 
numbered only one for each 22 persons gainfully employed. 
Unless more objectors arise to “bawl out” lawmakers it will 
be only a few years before every person who works will have 
to support one nonproductive employe of the government, na- 
tional, state or local. 

Though there are no figures at hand to support the state- 
ment, it might be suggested that taxation without representa- 
tion could hardly have been much worse than taxation with 
representation has grown to be, largely . because objectors 
fear the jeers and sneers of hired men, some in public life 
and others working for associations with axes to grind. 





When the Commission, in No. 
25135, increases in _ intrastate 
freight rates and charges, made an 
omnibus complaint, under’ the 
thirteenth section, against eleven 
states, it made an innovation in 
procedure about which John E. Benton, general solicitor of the 
National Association of Railroad and Utilities Commissioners, 
in a bulletin to that organization, has had some things to say. 
He suggests that the federal body, in thus putting the eleven 
proceedings on a string, as little girls used to put buttons on 
a string, drew the order in a routine course following the prayer 
of an omnibus petition of the railroads for a proceeding looking 
to a quick disposal of the question whether the eleven states 
should not be directed to hurry up and put into intrastate effect 
the surcharges permitted in Ex Parte 103, otherwise known as 
the Fifteen Per Cent Case, 1931. In part, Mr. Benton said: 


State Rate Complaints 
in Button String 
Formation an Innovation 


It may well be questioned whether the states affected will 
acquiesce in this novel procedure without protest. It is not a ques- 
tion as to the power of the Commission to proceed in a single in- 
vestigation with respect to rate situations in states as dissimilar and 
as widely separated, and subject to such differences in conditions 
affecting traffic, as Arizona, Louisiana, Idaho and Wisconsin. It is 
a question of the propriety and fairness of such procedure, 

Thirteenth section discrimination cases relate to domestic rates, 
and involve consideration of local traffic and local conditions. That 
it is proper to make exceptions of commodities from emergency 
advances permitted is established by the fact that the federal com- 
mission itself has excepted all commodities from such advances ex- 
cept those which it has selected to receive specified advances. 

Whether the peculiar conditions in a given state are such that 
failure of the regulatory authorities in that state to permit the ad- 
vance which has been approved for interstate application constitutes 
such an abuse of state power, and such an imposition of unjust 
burden upon interstate commerce, as to call for the overriding of 
state authority by federal power, is a question which depends upon 
the situation in that state. The officials and shippers of that state 
ought not to be put to the burden of attending hearings in different 
states; and if they shall desire by reason of any order made by the 
Interstate Commerce Commission to seek a judicial review of the 
order, they should not be faced with the perhaps prohibitive burden 
of transferring and printing a voluminous record which in small part 
only relates to the rates which they are seeking to defend. 


Further developing his subject, Mr. Benton called atten- 
tion to the fact that the Commission divided No. 17000, the 
Hoch-Smith case, into parts. Because it was so divided, the 
railroads were able to attack the grain rates without having 
to bring up the whole record, the testimony about grain being 
contained in part 7, wholly disconnected from other parts. 


Two veteran employes of the govern- 
ment are on their way to Alaska to help 
local officials in the application of what 
is called a carefully worked out plan for 
reindeer management. They are soon to be followed by a third, 
announced as an expert in range management. Reindeer feed 
on the ranges. Therefore, it is necessary to have a range man- 


Government Still 
Chasing Rainbows 


agement expert to help the deer nurses. 

These three are to be assistants of the governor of Alaska, 
though they are employes of the Department of the Interior. 
The law gives the governor jurisdiction over the reindeer of 
The government brought the deer into Alaska, 


the natives. 
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but now the herds are owned, to a considerable extent, by 
American Eskimos. 

This dispatch of men into Alaska is announced as putting 
a new industry under the sun on its feet. The hope is that 
the deer, in addition to being a food crop for the natives, may 
be turned into a cash crop, through the sending of the meat 
to this and other countries. 

The plans, according to an announcement concerning the 
going of the three men, are to assist the natives, by proper 
guidance in the development of the industry, to avoid the pit- 
falls of the early cattle industry, and to see that every orphan 
Eskimo receives his correct certificate of ownership in the 
reindeer associations which have been formed. 

Aside from the dispatch of the three experts, the first step 
has been the formation of a Reindeer Council, composed of 
three government officials and two representing the people for 
whose benefit the government is trying to convert the raising 
and killing of reindeer into an industry—a consummation sev- 
eral folks are inclined to think is a bit of rainbow chasing— 
something the government has been suspected of doing before 
this. 





The Department of Agriculture, 
within a week, put out a bulletin giving 
rules for the safe storage of gasoline 
and kerosene. Its excuse for doing that 
is that careless storage and use of 
petroleum products cause an annual 
farm fire loss of $7,500,000. It also put out another showing 
that, by airplane, the executive department that is supposed to 
pull the farmer out of the hole has counted the southern elk 
herd in Yellowstone Park and found that it is not only holding 
its own but also is increasing. : 

Without doubt these bulletins will help the farmers, in 
Pennsylvania, for instance, to increase the price of eggs two 
or three cents a dozen. The bulletins will be helpful in that 
way because oil was first commercially developed in the key- 
stone commonwealth. In addition it has an Elk County. 

Both bulletins, it might be suggested, will go far toward 
justifying the expenditure of about $150,000,000 a year by that 
department, without which, it might further be suggested, the 
country will become a howling wilderness. The wonder is 
how the country survived about a century before the depart- 
ment was established.—A. E. H. 


RECIPROCITY IN BUYING 


The Association of Railway Executives, in No. 22455, in 
the matter of reciprocity in purchasing and routing, has filed 
exceptions to conclusions and recommendations made by the 
examiners in their proposed report. 

The association asserts that the record and an analysis of 
the record do not justify the conclusion of the examiners that 
“many railroads generally follow the practice of making pur- 
chases from manufacturers and dealers in return for traffic 
routed or to be routed via their respective lines, and this prac- 
tice in many instances results in increased operating expenses 
due principally to inferior quality of and higher prices 
paid for commodities and articles purchased.” The association 
asserts that the record of the railroads in the past decade in 
the matter of progressive efficiency and economy in operation 
directly and conclusively contradicts that conclusion. 

Exception is also taken to the conclusion that ‘“‘manufac- 
turers of and dealers in commodities purchased by carriers by 
railroad, who are also shippers, by actual or threatened diversion 
of traffic directly or indirectly controlled, effectively influence 
carriers in the placing of orders with their espective concerns 
and in this they are generally assisted by the carriers’ traffic 
departments.” The exception is to the implied criticism both 
as to the matter of implicaton and also to the basis of fact upon 
which the statements “apparently are based.” 

While the association took exception to the recommenda- 
tion of the examiners that shippers be deprived of the right to 
route their freight, it said that since that was of peculiar inter- 
est to the shippers, it thought it appropriate to lea'e that matter 
largely to the shippers. The association said, however, that 
the right of the shippers to route their shipments was also of 
substantial importance to the carriers, “especially to those who 
are purchasers for their own use of commodities, such as fuel.” 
The association added that it was to the distinct interest of 
such carriers to have as long a haul on their own line as pos- 
sible of the commodity purchased, and that it would be inequit- 
able to deprive them of it. 

The second recommendation that legislation be had to 
enable the Commission to require that purchases of any or all 
materials, supplies, etc., be made from the “bidder whose bid 
is the most favorable to the carrier or carriers, to be ascertained 
by competitive bidding under regulations to be prescribed,” by 
the Commission received most attention. 
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After calling attention to the fact that the Clayton |g, 
required competitive bidding in cases of purchases amounting 
to more than $50,000 a year when there are common director, 
or officers of the railroad and the selling corporation, firm o, 
partnership, the association said there was no allegation in the 
proposed report that that part of the Clayton law was not 
being complied with in instances where there was a community 
of interest between the seller and the purchaser. 

The recommended legislation, the association said, woul 
unfavorably affect the most efficient purchasing by the rajj. 
roads of materials, supplies and equipment to the extent of 
more than $1,250,000,000 a year. 

“To undertake to supervise purchases of such a stupendous 
amount,” said the association, “would necessarily involve the 
Commission in an attempt to solve daily managerial problems 
for every carrier in the country. On the face of it, the gug. 
gestion would be impracticable. The association excepts to the* 
recommended legislative action because the manufacturers of 
materials and supplies, as well as equipment builders who serve 
the railroads, follow an established rule of trade in their selling 
policies and if denied the right of bargaining after bids, as 
would be the case under the recommended legislation, would 
inevitably force the railroads to pay increased prices aggregat. 
ing millions of dollars instead of decreased prices.” 

The association pointed out how the proposed change in 
methods would disrupt present practices and result in increases 
in expense on account of advertising and clerical help and 
deprive the railroads of their present ability to take advantage 
of market conditions. 

The Association of Railway Executives, in its exceptions 
laid down, broadly speaking, the line separating the railroads 
and the shippers. The carriers paid attention chiefly to the 
recommendation that they be required to do their buying ona 
competitive bid basis under rules and regulations prescribed 
by the Commission, while the shippers or their representatives 
gave their attention to the recommendation that the shippers 
be deprived of their statute-given right to route their shipments. 

Railroad exceptions, however, in a documentary sense, were 
few. The American Short Line Railroad Association some time 
ago, however, filed exceptions in its own behalf, objecting to 
both the bidding system recommendation and the right to route 
recommendation, the short lines being particularly interested 
in the right to route because of the overhead traffic they re- 
ceive by direction of shippers. The Delaware & Hudson ob- 
jected to the general expressions of the examiners about “many 
carriers” doing this or that to obtain tonnage. It said there 
was no testimony whatever relating to the acts or conduct of 
itself and said that the Commission “ought not, by approving 
the proposed report, to direct a general accusation at all car- 
riers by railroad, including this respondent, as to which there 
is no evidence whatever before the Commission.” 

The Chicago Association of Commerce brought out the point 
that the Commission’s order instituting the proceeding, con- 
tained “not the least intimation, either directly or indirectly, 
that there is included within the scope of the investigation the 
question of the propriety or impropriety of the right of the 
shipper to designate, in writing, via which of the through routes, 
authorized by tariff, his shipment shall be transported to desti- 
nation.” That point was also made by the National Automobile 
Chamber of Commerce, the American Cotton Manufacturers’ 
Association and those joined with it. Many shippers made the 
point that they had had no warning that their right to route 
freight was involved in the matter or said that they had under: 
stood that the inquiry was into the practices of the carriers, in 
which the shippers would have little or no interest. 

The Iowa commissioners make the point that the Commis- 
sion now has the power to deal with any abuses it may find in 
the exercise of the right to route because, as the Iowans say, 
the right is “subject to such reasonable exceptions and regula- 
tions as the Interstate Commerce Commission shall from time 
to time prescribe,” which is the language, as they point out, of 
the statute granting the right to route. They say the examiners, 
in making their report, did not call attention to the language. 

By way of advice to the Commission the Wisconsin Manu 
facturers’ Association quotes from an editorial appearing in 
The Traffic World, January 30, p. 222, ending with the sentence. 
“Let us deal with abuses if and to the extent that we can, but 
let us not cut off all liberty and initiative because a compara- 
tive few are dishonest or unethical.” 

Exceptions to the report have also been filed by the follow- 
ing: Illinois Manufactuers’ Association; Wood-Preserving In- 
dustry; Shippers’ Conference of Greater New York: Illinois Dis 
trict Traffic League; North Carolina Cotton Manufacturers’ As- 
sociation, Inc., and Cotton Manufacturers’ Association of South 
Carolina; Chamber of Commerce of Pittsburgh, Pa.; Traffic 
Managers’ Council of Associated Industries of New York State, 
Inc.; Little Rock Chamber of Commerce, and Arkansas Cotton 
Trade Association; Memphis Freight Bureau and Memphis Cot- 
ton Exchange; New England Traffic League. 
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BRICK LOADING RULE 


The Commission, in a report written by Commissioner Brain- 
erd, in No. 23235, description and loading requirements for com- 
mon brick ‘in trunk line territory, No. 23026, The Brick Manu- 
facturers’ Association et al. vs. Atlantic City Railroad et al., and 
a sub-number, Victor Cushwa and Sons vs. Buffalo & Susque- 
hanna et al., has found unreasonable for the future a tariff rule 
requiring the loading of common brick at ramdom in order to 
entitle it to be transported interstate in trunk line territory at 
rates which are 80 per cent of those contemporaneously applic- 
able on commodities in the uniform brick list. The rule has been 
found unreasonable to the extent that it prevents the application 
of the 80 per cent basis to the transportation of brick when 
loaded, tiered, but not protected. 

The carriers have been ordered to establish a new rule in 
accordance with the finding not later than June 23. The rule, 
the Commission said, should be substantially as follows: 


The rates for the interstate transportation in trunk line terri- 
tory, for distances not in excess of 150 miles, of common brick, in 
carloads, viz., brick, common, not hollow, made from low grade clay 
or shale, loaded to the marked capacity of the car, and when not 
braced, wedged, or packed for protection against rubbing, breaking, 
or chipping, not including any grades (first, seconds, thirds, or culls) 
of enameled, face, front paving, fire, or refractory brick, shall not 
exceed 80 per cent of the corresponding rates contemporaneously 
eyo ee on articles in the uniform brick list from and to the 
same points. 


The Commission said that the tariff rule which was being 
condemned for the future was in accordance with its findings 
and order in National Paving Brick Manufacturers’ Association 
vs. A. & V., 68 I. C. C. 213, called the First General Brick case. 
It said that the rule as applied in the past was not unlawful. 

In publishing rates on common brick, effective October 16, 
1922, persuant to the findings in the First General Brick case, 
the carriers in official classification territory incorporated in the 
tariff description of common brick an explanation of the words 
“at random,” which was that the words meant that the bricks 
should be “thrown in the car and not tiered.” 

Upon complaint of brick manufacturers in the vicinity of 
Chicago the Commission, in National Paving Brick Manufac- 
turers’ Association vs. A. & V., 80 I. C. C. 179, called the 
Second General Brick case, permitted modification of the rule 
so that if the bricks were not wedged or packed for protection 
the 80 per cent basis was permitted. 


The carriers contended that the commodity known as com- 
mon brick could not as a practical matter be differentiated from 
certain other descriptions of brick, particularly face brick, and 
that, therefore, common brick should move on the 100 per cent 
rate basis, the same as face brick and the other articles in 
that list; and that if any line of demarcation was to be drawn, 
the provision for random loading should be continued as a 
means of determining the common brick which were entitled 
to move on the 80 per cent basis. 

Shippers contended that tiering without wedging or pack- 
ing for protection was necessary in some instances to enable 
them to load to the minimum and also tiering of that sort was 
necessary, in the interest of expedition of unloading by the 
use of tongs. 

The Commission dismissed the formal cases, saying that 
its finding made unnecessary specific dealing with the issue 
presented in them. It added that the order in this case would 
remove the existing undue prejudice and preference alleged. 
The rule 
Prescribed for use in trunk line territory is that formulated in 
the Second General Brick case. 


BELLEVILLE, ILL., RATES 


The Commission, by division 3, in No. 24421, City of Belle- 
ville, Ill, et al. vs. Illinois Central et al., and a sub-number, 
Auto Stove Works vs. Same, has found unreasonable and undu- 
ly prejudicial for the future, class and commodity rates except 
rates on stoves and ranges, rated fifth class, carloads, between 
Belleville, Il., and points in Arkansas, Louisiana, Oklahoma, 
Texas, and Missouri, and prescribed new ones for the future, 
not later than July 8. 

Rates on stoves and ranges, carloads, other than those 
rated fifth class and in less-than-carloads, from New Athens, IIl., 
to points in Arkansas, Oklahoma, Texas, Louisiana and Missouri 
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have been found unreasonable and unduly prejudicial for the 
future and new rates have been ordered not later than July 8. 


As to the class and commodity rates except those on stoves 
and ranges rated fifth class in carloads between Belleville and 
destinations in Arkansas, Louisiana, Oklahoma, Texas, and in 
Missouri south of the St. Louis-San Francisco Railroad from St. 
Louis to Pacific, Mo., the Missouri Pacific thence to Labadie, 
Mo., and the Chicago, Rock Island & Pacific thence to Kansas 
City, Mo., and more than 100 miles from St. Louis, the Commis- 
sion found that they were and for the future would be unrea- 
sonable and unduly prejudicial to the extent they exceeded or 
might exceed the contemporaneous corresponding class and com- 
modity rates between St. Louis and the same destinations. As 
to destinations in Missouri south of the line before described 
which are 100 miles or less from St. Louis, the Commission 
finds that the class rates from or to Belleville are and for the 
future will be unreasonable to the extent that they exceed or 
may exceed the class rates prescribed in the Western Class 
Rate case, 164 I. C. C. 1, for application in zone II. It further 
found that the commodity rates to those destinations were not 
unreasonable or otherwise unlawful. 


As to the rates on stoves and ranges rated fifth class in 
carloads from New Athens to the destinations in issue, the Com- 
mission found they were not unreasonable or otherwise unlaw- 
ful. It found that the rates on stoves and ranges in carloads 
other than those rated fifth class and in less than carloads from 
New Athens to destinations in Arkansas, Oklahoma, Texas, 
Louisiana and Missouri south of the lines before described, and 
more than 100 miles from St. Louis, except where the short line 
distances were over routes through Cairo or Thebes, IIl., were 
and for the future would be unreasonable and unduly prejudi- 
cial to the extent that they exceeded or might exceed the same 
per cent the various classes took of first class rates that would 
be obtained by adding differentials of 10 cents to the first class 
rates prescribed in the southwestern revision, as amended by 
supplemental reports from St. Louis to points up to 550 miles 
therefrom, and 8 cents to the first class rates from St. Louis to 
points beyond 550 miles. 


A further finding was that where the short line distances 
from New Athens were over routes through Cairo or Thebes, 
the rates on stoves and ranges, in carloads, rated other than 
fifth class and in less than carloads from New Athens to the 
same destinations were and for the future would be unreason- 
able and unduly prejudicial to the extent that they exceeded 
or might exceed the rates on stoves and ranges, in carloads, 
rated other than fifth class, and in less than carload lots, con- 
temporaneously in effect from St. Louis to the same destinations. 

Another finding was that the rates on stoves and ranges 
in carloads other than those rated fifth class in less than 
carload lots, from New Athens to destinations in Missouri 
south of the line before mentioned, and 100 miles or less from 
St. Louis, were and for the future would be unreasonable to the 
extent they exceeded or might exceed the rates on stoves and 
ranges, in carloads other than those rated fifth class and in less 
than carload lots, prescribed in the Western Class Rate case 
for application in zone II, distances to be computed in the 
manner prescribed in the Western Class Rate case. 


Commissioner Brainerd, dissenting, said the conclusion in 
regard to the rates on stoves and ranges from New Athens 
to points in Arkansas, Oklahoma, Louisiana, Texas and to points 
in southern Missouri more than 100 miles from St. Louis, except 
where the short line distance would make via Cairo or Thebes, 
disregarded so far as points located in southern Missouri were 
concerned, the Commission’s findings in Interstate Rates Be- 
tween Points in Missouri, 181 I. C. C. 259. He added that the 
rates prescribed to southern Missouri more than 100 miles 
from St. Louis were on a higher level than those approved 
in the cited case. 


COMMISSION REPORTS 


Bituminous Coal 
No. 24306, Coal Hill Coal Co. vs. B. & O. et al. By division 
3. Dismissed. Claim on a shipment of bituminous coal, Ward, 
W. Va., to Lake City, Ia., found barred. Rates, coal, Kayford, 
United and Ward, W. Va., to pognts in) Iowa, applied on 


eight shipments, unreasonable to the extent they exceeded joint 
rates contemporaneously applicable, the shipments having been 
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reconsigned and combinations collected. Commission authorized 
the waiving of outstanding undercharges on the eight shipments. 


Coyote Pelts 

No. 24207, International Commerce Corporation vs. South- 
ern Pacific et al. By division 3. Upon reconsideration, findings 
in former report, not cited, modified to eliminate the findings 
that the less-than-carload rate and rating on coyote pelts, St. 
Louis, Mo., to El Paso, Texas, were and for the future would 
be unreasonable. Carriers desired to have the findings eliminated 
so as not to prejudice a revision of the classification descrip- 
tions and ratings, based on actual values, which they had in 
hand. No objection was made to the paying of reparation. 
Complainant consented to the modification if it did not affect 
the award of reparation, both agreeing there was no prospect 
of future movement under the rating and rate ordered for the 
future. 

Lumber 

No. 24184, Perrine Armstrong Co. vs. N. Y. C. & St. L. et al. 
and a sub-number, Egbert-Hay-Fobes Co. vs. New York Central 
et al. By division 3. Dismissed. Rates, lumber, transited at 
Bluffton and Fort Wayne, Ind., and shipped to Cleveland, O., the 
tonnage on which originated at Red Key, Montpelier, Van 
Buren and Hartford City, Ind., not unreasonable or otherwise 
unlawful, except one shipment undercharged. Rate, lumber, 
Goshen, Ind., to Cleveland, O., not unreasonable or otherwise 
unlawful. 

Salt 

No. 24008, Carolina Cotton and Woolen Mills Co. et al. vs. 
Southern et al. By division 3. Dismissed. Rate, salt, Ludlow- 
ville and Watkins Glen, N. Y., to Spray and Leaksville, N. C., 
not unreasonable. 

Metal Revolving Chairs 

No. 24019, Do-More Chair Co. vs. A. & R. et al. By divi- 
sion 3. Ratings and rates, metal revolving chairs, knocked down, 
in boxes, carloads and less-than-carloads, Elkhart, Ind., and 
Sturgis, Mich., to destinations in the three big classification ter- 
ritories, inapplicable. Applicable ratings and rates are those 
provided for revolving chairs shipped with tops and bases sepa- 
rated or with bases reversed on screws. Reparation awarded. 
Further found that applicable ratings and rates on complainant’s 
chairs, knocked down, in boxes, in less-than-carloads, in the 
three classification territories, and in carloads in official terri- 
tory, not unreasonable, but that the carload ratings and rates 
in southern, southwestern and western trunk line territories 
are and for the future will be, unreasonable to the extent that 
they respectively exceed or may exceed 65 per cent of first 
class, subject to a minimum not exceeding 16,000 pounds, sub- 
ject, in turn, to Rule 34. Inasmuch as the findings will result 
in both increases and reductions, reparation has been denied. 
New ratings and rates to be effective not later than July 8. 


Gasoline, Etc. 

No. 23988, White Eagle Oil Corporation vs. F. W. & D. C. 
et al. By division 3. Rates, gasoline, lubricating oil and grease, 
Augusta, Kan., to Bowie, Texas, unreasonable to the extent they 
exceeded 49.5 cents and from Topeka, Kan., to Forth Worth, 
Waxahachie, Cleburnes, Decatur, Hillsboro and Ennis Texas, 53 
cents. Reparation awarded. 


Cotton Fabrics 


No. 23883, Astrup Co. et al. vs. B. & O. et al. By division 
3. Dismissed. Rates, cotton fabrics, in the original piece, crash 
toweling and cotton factory sweepings, etc., any quantity, origin 
points in Virginia, the Carolinas to Cleveland, Columbus and 
Toledo, O., not unreasonable or otherwise unlawful. 
Returned Empty Cement Bags 
No. 24727, Dewey Portland Cement Co. vs. C. R. I. & P. By 
division 3. Rate, returned empty cement bags, in bundles, less 
than carloads, Minneapolis, Minn., to Davenport. (Linwood), 
Iowa, applicable and not unreasonable but weight applied found 
inapplicable to the extent of 1,769 pounds. Reparation of $10.79 
awarded. 
Bituminous Coal Reparation 
No. 23197, Hydraulic-Press Brick Co. vs. C. C. C. & St. L. 
By division 3. Upon further hearing reparation of $876.84 found 
to be due complainant, shipments bituminous coal, Oakwood 
(Danville), Ill., to Crawfordsville, Ind., under the finding in the 
original report 173 I. C. C. 57. Reparation ordered. 


Crude Petroleum 
No. 24428, Canton Forge & Axle Co. vs. C. & O. et al. By 
division 4. Rate, crude, petroleum oil, Salt Lick, Ky., to Canton, 
O., prior to December 23, 1924, inapplicable, resulting in under- 
charges. Rate on and after that date found applicable. Applicable 
rate, unreasonable to the extent it exceeded 34.5 cents. Repara- 
tion of $435.42 awarded. 
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Cast-Iron Pipe 


No. 24571, Alabama Pipe Co. vs. C. C. C. & St. L. ety 
By division 3. Rate, cast-iron pipe, Anniston, Ala., to Harrisyilj, 
N. Y., inapplicable. Applicable rate found to have been $9.4), 
net ton. Reparation of $69.97 awarded. 


Furniture 
No. 24575, Booth Furniture Co. et al. vs. C. C. C. & gt) 
et al. By division 3. Dismissed. Rates, furniture, carloads, yy. 
tinsville, Va., to Dayton and Columbus, O., and Bassett ang 
Rocky Mount, Va., to Columbus, applicable and not unreasonable 


Wool 
No. 24596, Botany Worsted Mills vs. Erie et al. By divisio, 
3. Dismissed. Rate, wool, in the grease, in bags, carloads, Boston 
and Norton, Mass., to Dundee, N. J., not unreasonable or uni) 
prejudicial. , 
Spinach 


No, 24540, George Allison & Co., Inc., et al. vs. Norfol; 
Southern et al. By division 3. Rate, spinch, bushel baskets, 
carloads, Diamond Springs and Herberts, Va., to Jersey City, N,J 
and New York, N. Y., inapplicable. Applicable rate found to hare 
been 13.5 cents a bushel basket at an estimated weight of 5) 
pounds. Reparation awarded, $160.51 to George Allison & (y, 
and $20.38 to Henry Pape. Commissioner Brainerd concurry 
in the finding of overcharges but said he found difficulty j 
agreeing with the finding that reparation should be made to th 
complainants, who, he said, paid the charges for the accom 
of the consignors. In the circumstances, he said, he could no 
see how the complainants were damaged. Commissioner Ly 
concurred in the finding of inapplicability but dissented from 
the award of reparation. 


Unground Tobacco Stems 


No. 23904, Traffic Bureau, Lynchburg Chamber of Commerce, 
vs. L. & N. et al. By division 3. Dismissed. Rates, unground 
tobacco stems, carloads, Glasgow and Bowling Green, Ky., ani 
Carthage, Nashville and Hartsville, Tenn., to Lynchburg, Va, 
not unreasonable. 


Road-Building Materials 


Fourth section application No. 13731, road-building materials 
in southern territory. By division 2. Authority granted in 
second supplemental fourth section order No. 10527, subject to 
conditions specified, to establish rates on road-building mate 
rials from and to points on the South Georgia Railway without 
observing the long-and-short-haul part of section 4. The cor 
ditions are those laid down in Interstate Amiesite Co. vs. A. é 
R., 172 I. C. C. 100, in which case the first fourth section order 
No, 10527 was issued. 


Carbon Bisulphide 
No. 21305, Industrial Rayon Corporation, successors to The 
Industrial Fibre Co. vs. P. M. et al. By division 3. Dismissed. 
Rate, carbon bisulphide, in tank cars, Midland, Mich., to Cleve 
land, O., not unreasonable. 


Common Brick Reparation 


No. 22806, L. N. Grant vs. A. C. L. et al. By division 3 
Upon further hearing held solely to determine amount of rep 
aration due complainant, common brick, Weldon, N. C., to de 
tinations in Virginia, under the findings in the former report, 
168 I. C. C. 279, record found insufficient to make proper de 
termination with respect to shipments that moved in cars of 
greater capacity than ordered by complainant and furnished 
for defendants’ convenience. Record held open to permit filing 
of a petition for rehearing on that issue. No determinatio 
was made as to the amount of reparation due under the forme 
findings. 

Bananas and Cocoanuts 


No. 23307, Grovier-Starr Produce Co. et al. vs. A. & LUE 


et al., and No. 23917, W. O. Anderson Commission Co. et al. ¥5 
Same. By division 3. Upon reconsideration, former report 
178 I. C. C. 262, modified to the extent of including Laredo, Tét, 
as a Mexican border point, in respect of shipments of banana 
and cocoanuts, in straight or mixed carloads, from Gulf ports 
and Mexican border points to destinations in Kansas, Amended 
order to be effective on May 31 and tariffs are to be filed up0 
not less than 5 days’ notice instead of 30 days’ notice. 


Silicon Carbide 


No. 24609, Abrasive Co. vs. Erie et al. By division 3. Rate, 
silicon carbide, Blasdell, N. Y., to Bridesburg (Philadelphia) 
Pa., inapplicable between March 1 and November 24, 1931. 
Fifth class rates, 32 cents, minimum 36,000 pounds, found 4F 
plicable on the shipments found to be unreasonable to the extett 
the charges exceeded those based on 23.5 cents, minimum 70,00 
pounds. Further found that a commodity rate of 23.5 cents 
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minimum 70,000 pounds, since its establishment on November 
94, 1931, silicon carbide, from Blasdell to Bridesburg was not 
unreasonable. Fifth class rate of 32 cents, minimum 36,000 

unds, found not unreasonable on shipments that moved from 
Blasdell to Bridesburg prior to March 1, 1931, and was not 
unreasonable for application on past shipments to Frankfort, 
pa.; that rate found unreasonable for the future on shipments 
to Frankport to the extent the charges thereunder may exceed 
those Which would accrue at a rate of 23.5 cents, minimum 
70,000 pounds, except when cars are loaded to their full cubical 
or Visible capacities actual weights to apply, such minimum 
in no case to be less than 60,000 pounds. To that rate, the 
Commission said, the carriers might add the emergency charges 
authorized in Ex Parte 103, the Fifteen Per Cent case, 1931. 
Outstanding charges, the Commission said, should be waived. 
New rates are to be established not later than July 8. Com- 
missioner Brainerd noted a concurrence in part. 

Baskets 

No. 23218, William E. Asplin Basket Co. vs. Pennsylvania 
et al. By division 4. Dismissed. Second class carload rating and 
rates, overhandled wood-veneer baskets, Chardon, Cleveland and 
Hartsville, O., to points in official territory, not unreasonable or 
otherwise unlawful. Commissioner Eastman dissented. 


Antimony Residue 

No. 23746, Watson, Geach & Co., Inc., vs. Pennsylvania et al. 
By division 4. Dismissed. Rates, antimony residue, Newton, 
Mass., to East St. Louis, Ill., not unreasonable. Commissioner 
Eastman dissented. 

Livestock 

No. 24148, Hammond Standish & Co. vs. A. T. & S. F. et al. 
By division 4. Dismissed. Rates, livestock, points in Kentucky, 
Ohio, Indiana, Illinois, Minnesota, Iowa, Nebraska and Missouri 
to Detroit, Mich., not unreasonable or otherwise unlawful. Com- 
missioner Eastman concurred because, as he said, this case 
seemed to be controlled by Cleveland Provision Co. vs. A. T. & 
S. F., 148 I. C. C. 152, in which he dissented. 


Steel Coil Cases 


No. 24356, Wright-Decoster, Inc., vs. N. Y. C. et al. By 
division 4. Dismissed. Rate, two carloads, steel coil cases for 
radio receiving sets, Detroit, Mich., to Minnesota Transfer, 
Minn., inapplicable. Applicable rate, 77 cents, unreasonable to 
the extent it exceeded the fourth class rate of 70.5 cents; also 
found that the application of Rule 5 of the governing classifica- 
tion in connection with the fourth class rating on the articles 
in issue, Was unreasonable. Waiver of outstanding undercharges 
in the amount of the difference between the charges paid and 
those which would have accrued at the rate herein found rea- 
sonable, authorized. No order entered for the future in view of 
the fact that the carriers were giving consideration to the 
question of ratings to be applied on hardware. Commission said 
carriers, however, would be expected to eliminate the present 
limitation as to the minimum weight of 25 pounds on each unit 
in connection with the carload ratings to be established for 
hardware n. o. i. b. n. and used on this traffic. 


Flour or Cracker Meal 


No. 23848, Quaker City Quality Cracker Co. vs. B. & O. et al. 
By division 4. Dismissed. Transit service and charges and 
through rates assessed, shipments of complainant’s competitor, 
transited at Frederick, Md., and forwarded to Camden, N. J., 
found inapplicable and in violation of section 6. Reparation 
denied. Commission found that the applicable rates on out- 
bound shipments, indifferently termed “sterilized flour,” 
“P. T. T. flour” and “pre-temperature treated flour,” was a fourth 
class rate of 31 cents, applicable also on bakery goods, includ- 
ing cracker or matzos dust or meal, the complainant contend- 
ing that the product was cracker meal and not entitled to move 
from Frederick to Camden, after paying a transit charge, on 
the balance of the through rate applicable on “flour, made from 
grain only,” after commercial or miller’s flour had been sub- 
jected to heat and then ground and bolted. Complainant asked 
for reparation on the ground of profits lost by reason of its 
competitor having taken competitive business by reason of an 
alleged advantage resulting from the application of the balance 
of the through flour rate. Commissioner Eastman, concurring, 
added comments, because it seemed to him that the essential 
question was not discussed as clearly as it might have been. 
Reparation was denied on the ground that the evidence failed to 
establish proof of damages with that definiteness required to 
Sustain recovery. 


T. & P. N. CONSTRUCTION 


The Commission, by division 4, in Finance No. 8448, Texas 
& Pacific Northern Railway Co. proposed construction, has 
found that public convenience and necessity have not been 
shown to require the construction by the applicant of a line in 
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Texas of a total mileage of about 333. The main line proposed 
extended from Big Spring to Vega, a distance of 232 miles. 
Lines connecting with the main line were proposed from Dim- 
mitt to Amarillo, 55 miles; and Lubbock Junction to Lubbock, 


about 46 miles. The application has been denied. 

The cost of construction of the proposed line was estimated 
at $12,770,000, of which $8,400,000 was for the main line; Lub- 
bock Junction to Lubbock, $1,680,000; and Dimmitt to Amarillo, 
$2,690,000. The applicant proposed to issue $350,000 of capital 
stock and sell it to the Texas & Pacific, the proprietary company, 
for cash. The remainder of the funds were to be provided by 
the sale of first mortgage bonds, guaranteed by the parent 
company. 

Interventions in opposition were filed by the Panhandle & 
Santa Fe, the Chicago, Rock Island & Gulf, the Fort Worth & 
Denver City and the Fort Worth & Denver South Plains. The 
Texas & Pacific, many corporations, civic organizations, indi- 
viduals and the state of Texas intervened in favor of the con- 
struction, the governor of the state and the railroad commis- 
sion recommending construction. The new lines would be in 
what is known as the panhandle-south plains region of Texas. 

Truck transportation is recognized in the report as an ele- 
ment in the determination of the question of public convenience 
and necessity. Along that line the report said: 

The existing railroads provide convenient access to the most im- 
portant markets and their service is supplemented by an extensive 
system of truck transport. The increasing use of automobiles and 
trucks tends to lessen the need for railroad service, and indicates 
that, while the mileage of hard-surface highways in the territory 
in question is small, the country roads are generally in fair con- 
dition; and the apparently successful and prosperous farming shown 
by the record in localities where hauls of 10 miles and upwards to 
market are necessary, as well as the large amount of uncultivated 


land within 15 miles of existing lines, indicates the lack of urgent 
necessity for present further transportation facilities. 

As to the route of the proposed construction and the effect 
upon the region it was to serve the Commission said: 

The route of the proposed line appears to be well chosen to get 
the maximum amount of business and at the same time aid in 
the further development of the country by giving additional railroad 
competition, further single-line service, and some shorter routes, al- 
though it would not reduce the farmers’ hauls to railroad statiogs 
from much territory except near the south end of the line. The section 
from Big Spring to Brownfield would apparently be relatively of more 
benefit to the territory served than the rest of the line, but we 
are not convinced that there is a present need for the construction 
of any portion of the proposed line. While it would doubtless stim- 
ulate the development of the territory to be served and increase 
to some extent the railroad tonnage moving from and to that terri- 
tory the larger portion of its traffic, at least during the early years 
4 = ° ——— would be drawn from the carriers now serving the 

anhandle. 


HOCH-SMITH GRAIN 
The Trafic World Washington Bureau 


In No. 17000, part 7, grain and grain products, and cases 
grouped therewith, the Commission April 12 canceled its order 
of reopening of February 8 and substituted an order of reopen- 
ing imposing no restrictions as to the scope of the further 
hearing. In the order of February 8 it was provided that the 
further hearing would be solely on the general question of 
changed conditions since the end of the hearings, September 
22, 1928. 

The Commission said numerous petitions had been filed 
requesting permission to broaden the scope of the further hear- 
ing as restricted in the order of February 8. In view of the 
issuance of the new order, the Commission denied petitions 
for further reopening and modification filed by carriers in the 
western district and grain trade interests. It expressed the 
desire that, at the further hearing, cumulative evidence be 
avoided. 

The new order refers to the decision of the Supreme Court 
of the United States in the Hoch-Smith grain case, the vacation 
of the Commission’s order in the case because of that decision, 
and the restoration of the old grain rates, and then states that 
“for tHe purpose of bringing the record down to date,” the 
proceeding is reopened. 

The proceedings are assigned for further hearing before 
Examiners Mackley and Hall at Chicago April 20, at the Sher- 
man Hotel. The order of presentation will be the carriers, 
state commissions, and shippers. 

In reopening the case, without limits, the Commission, it 
is understood, took counsel of its sense of caution and decided 
that it would not run the risk of having the courts overturn its 
work again by reason of limitations it had set on the scope of 
the further hearing. Both carriers and shippers said, in effect, 
that they would not be given a full hearing if they were limited 
in the giving of testimony to show changes in conditions since 
the hearing on which the overturned order was based. The 
railroads, in particular, said that a limited hearing would not 
be in accordance with the law. 

The Supreme Court of the United States in this case, in 
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effect, said that the fact that a hearing might be long was not 
a reason for not giving a hearing such as the statute contem- 
plated, that is, a full hearing. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 9090, permitting (1) the Gal- 
veston, Harrisburg & San Antonio Railway Company to abandon part 
of its line of railroad in Harris county, Tex., and (2) the Texas & 
New Orleans Railroad Company, lessee, to abandon operation there- 
of, and of additional line in said county, approved. ; 

Report and order in F. D. No. 9186, authorizing the acquisition 
by the Atchison, Topeka & Santa Fe Railway Company of control, 
by lease, of parts of the line of railroad of the California, Arizona & 
Santa Fe Railway Company, approved. 

Report and order in F. D. No. 9240, authorizing the Lehigh Val- 
ley Railroad Company to assume obligation and liability in respect 
of $2,078,000 of Lehigh Valley Railroad Company 5 per cent equip- 
ment trust certificates, consisting of $1,039,000 of series T, and $1,039,- 
000 of Series U, to be issued by the Fidelity-Philadelphia Trust Com- 
pany, as trustee, under agreements to be dated March 1, 1932, and 
to be delivered at not less than par to the manufacturers in connec- 
tion with the procurement of 20 locomotives, approved. 


FINANCE APPLICATIONS 


Finance No. 9123. Supplemental application of Southern Railway 
Co. for supplemental order permitting it to loan to Mobile & Ohio 
Railroad Co. $2,000,000 of its development and general mortgage 4 
per cent bonds due April 1, 1956, to be used as collateral for notes 
of the Mobile & Ohio to the Reconstruction Finance Corporation for 


a loan. 
Finance No. 9317. Colorado & Southern Railway Co. and Fort 
Worth & Denver City Railway Co. ask approval of acquisition of 


control by purchase of stock by the Colorado & Southern and under 
lease by the Fort Worth & Denver City of the Fort Worth & Denver 
Northern Railway Co., under paragraph 2 of section 5 of the act. 
The Fort Work & Denver Northern was organized in the interest 
of applicants in connection with construction of lines in Texas. 

Finance No. 9318. Fort Worth & Denver Northern Railway Co. 
asks authority to issue 1,100 shares of capital stock, par value $100 
a share, of which 1,091 shares are to be sold to the Colorado & South- 
ern and 9 shares to directors of applicant at par for cash. Proceeds 
to be used to finance construction of applicant’s line. 

Finance No. 8271. Supplemental application of Denver & Rio 
Grande Western Railroad Co. for modification of order so as to per- 
mit pledging of $718,000 of refunding and improvement mortgage 5 
per cent series B bonds of 1978 for short term notes that may be 
issued under section 20a of the interstate commerce act or section 
5 of the Reconstruction Finance Corporation act. 

Finance No. 9312. Chicago, St. Paul, Minneapolis & Omaha Rail- 
way Co. asks authority to abandon its branch line between Coburn 
and Wynot, Neb., 45.39 miles. Territory adequately served by Burling- 
ton and Milwaukee lines and is traversed by excellent improved high- 
ways, and travel on line has been and is still diminishing year by 
year because of increased use of private automobiles, busses and 
trucks, according to application. 

Finance No. 9313. Chicago, St. Paul, Minneapolis & Omaha Rail- 
way Co. asks authority to abandon its branch line between Madelia 
and Fairmont, Minn., 28.38 miles. Territory adequately served by 
adjacent lines of applicant and North Western and Milwaukee lines 
and is traversed by excellent improved highways, use of which by 
motor vehicles has reduced traffic on applicant’s line, according to 
application. 

Finance No. 9314. Bessemer & Lake Erie Railroad Co. seeks 
authority to abandon operations over tracks of the B. & O. less than 
a mile long in Butler, Pa., and to abandon use of station facilities 
of the B. & O. at Butler. . 

Finance No. 9315. Minneapolis, St. Paul & Sault Ste. Marie 
Railway Co. asks authority to issue $580,340 of promissory notes to 
the order of the Railroad Credit Corporation, the proceeds to be used 
to pay fixed interest obligations of the Wisconsin Central Railway Co., 
maturing as follows: May 1, $155,320; J 1, $425,020. 

Finance No. 9311. Pittsburgh, Cindnnati, Chicago & St. Louis 
Railroad Co. and the Pennsylvania Rgilroad Co. ask authority to 
abandon that portion of the Muncie brahch of the P. C. C. & St. L., 
Converse to Matthews, Ind., a distance pf about 26 miles. Applicants 
say that all their traffic to and from Matthews and Muncie, Ind., is 
now routed via Anderson, thereby/shortening,the road haul and ex- 
pediting the movement of traffic,/and at view of this rerouting 
there is now practically no busivesSs movin iver the portion of the 
branch between Converse and Matthews, with \the exception of road- 
building materials for the re st ed and /con&$truction of new and 
improved highways in that té¢rritory; ut as these highways have 
been completed and there appears no prospe for increasing the 
traffic, applicants are of opinion that authority ould be granted to 
abandon the 26 miles in qu@stion. \ 


COMMISSION ORDERS 


No. 22814, Meridian Traffic Bureau for Meridian Grain & Elevator 
Co., Royal Feed & Milling Co., and Sturges Co. vs. G. M. & N. 
et al., and No. 24884, Tulsa Traffic Association for Leavell Coal Co. 
et al. vs. St. L.-S. F. et al., dismissed upon complainants’ request. 

Upon complainant’s request, the Commission has dismissed No. 
17814, Mississippi Farm Bureau Cotton Association vs. A. & V. et al., 
No. 18298, Campbell River Mills, Ltd., vs. C. M. & St. P., No. 24163, 
Sioux Falls Paint & Glass Co. vs. B. & O. et al. No. 24566, National 
Smalt & Color Co., Inc., vs. A. T. & S. F. et al., No. 24581, Mason 
City, Ia., Chamber of Commerce for Mason City Cut Stone Co. vs. 
A. & W. et al., and No. 24896, Central Wisconsin Traffic Association 
ve. C. & HR. W. 

1. & S. 1885 and 1938, Brick and clay products from, to, and be- 
tween points in southern territory. Petition of Mississippi Central 
gy <. for modification of findings and Forth Section Order No. 

, denied. 

No. 25143, Swift & Co. et al. vs. N. Y. C. et al. Jacob E. Decker 
& Sons, the Rath Packing Co. and John Morrell & Co. permitted to 











intervene. 
No. 15584, Sinclair Refining Co. et al., vs. A. & W. et al., and 
cases grouped therewith. Effective date of order of October 7, 1930, 


is further postponed to May 27, 1932. 

No. 15200, Chamber of Commerce of Casper, Wyo., vs. C. & N. 
W. et al. Order of July 11, 1925, in so far as it reopened this pro- 
ceeding for further consideration, is vacated and set aside. 
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No. 21858, Premier Red Ash Coal Corporation vs. N. & W. et al 
Petition of complainant for reconsideration of decision and ord 
dated February 9, 1932, denied. 7 

No. 21045, New England Lime Manufacturers’ Association et al 
vs. B. & M. et al. Complaint dismissed, it being the assumption that 
complaint has been satisfied, no advice having been received fro, 
complainants, stating good cause to the contrary. 

Finance No. 8957, S. A. L. et al. abandonment. This proceeding , 
-reopened for further hearing at the Jefferson Hotel, Columbia, § ¢ 
on April 13, at 10 a. m., before Examiner Davis. os 

No. 25042, Youngstown Chamber of Commerce ys. A. C. & Y, y 
al. Chamber of Commerce of Pittsburgh permitted to intervene 

No. 22968, Borden Southern Co. vs. N. C. & St. L. et al. Orig 
further modified to become effective on June 7, 1932, upon not leg 
than 30 days’ notice instead of May 7, 1932. : 

No. 23980 (Sub. 2), D. L. & W. Coal Co. vs. C. of N. 
Complaint dismissed upon motion of complainant. 

No. 22979, Marshall Field & Co. vs. Wabash. Complainant's ge. 
ond petition for reconsideration, denied. 

No. 21770, Dudley Bar Co. vs. A. C. L. et al. Proceeding reopengy 
for further hearing under shortened procedure solely for purpose g 
determining question of misrouting and carrier responsible therefo;: 
and petition of complainant for rehearing denied, in view of divisiog 
4 reopening case for further hearing under shortened procedure x 
to misrouting. 

No. 18761, Galveston Cotton Exchange & Board of Trade et 4) 
vs. A. & V. et al., and No. 19599 (and Sub. 1), Alexander Eccles { 
Co. vs. M. & O. et al. Order further modified to become effective oy 
Po f 16, 1932, upon not less than 5 days’ notice instead of April 1; 


No. 25075, Adel Oil Co. et al. vs. A. V. I. et al. Deep Rock 0jj 
Corporation permitted to intervene. 


J. et al 


No. 24345, Mangelsdorf Seed Co. vs. A. T. & S. F. et al. Petitioy 
of defendants for reargument and reconsideration, denied. 
No. 20539, Hammond Lumber Co. et al. vs. S. P. Co. et 4), 


Petition of complainants for vacation, modification, and/or furthe 
orders, and/or further hearing, and/or reopening or reconsideration 
solely with respect to reparation, denied. 

No. 23729, Tennessee Extract Corporation et al. vs. L. & N. etal, 
and No. 24109, W. W. Mooney & Sons, Inc., vs. L. & N. et al. Peti- 
tion of complainants for reconsideraton and’ reargument, denied. 

No. 14597, South Carolina Asparagus Growers’ Association ys, 
Southern et al. Petition of complainant dated March 18, 1932, for 
rehearing, denied. 

No. 24329, Gates Hardware Co. vs. M.-K.-T. et al. 
complainant for reconsideration, denied. 

No. 24024, Tarr & McComb Corporation vs. Southern Pacific, 
Petition of complainant for reconsideration or further hearing unde 
shortened procedure, denied. 

No. 21424 (and Subs. 1 and 2), Shafton Co. et al. vs. F. E. ¢. 
et al., and No. 22228, Frank Biggio & Son vs. F. E. C. et al. Petition 
of complainants for further consideration and modification of findings 
and order, denied. 

No. 16327, Texas Portland Cement Co. vs. A. W. et al. Petition 
of defendants for reconsideration of their petition to modify order 
of June 30, 1926, denied. 

No. 19643 (and Sub. 1), Loose-Wiles Biscuit Co. vs. Reading et al. 
Petition of defendant, St. L.-S. F., for modification and correction of 
reparation order of April 8, 1929, by eliminating certain shipments 
therefrom, denied. 

No. 22109, in the matter of rates on sand, gravel, crushed stone, 
etc., within the state of South Carolina. Petition filed on behalf of 
Southern Railway and certain other respondents, for vacation of order 
entered on November 10, 1931, whereby effective date of order entered 
therein on July 14, 1931, was indefinitely postponed, denied. 


No. 25053, James G. McGarrick Co. vs. Railway Express Agency, 
Inc., et al. Gulf Vegetable & Fruit Co., Inc., permitted to intervene. 


No. 21694, S. J. Peabody Lumber Co. vs. Pennsylvania et al. Pro- 
ceeding reopened for reconsideraton upon record as made. 


No. 24279, Tamms Silica Co. vs. C. & E. I. et al., and I. & & 
3577, clay or kaolin from Cartersville, Ga., to Tamms, IIl., and other 
interstate destinations. Petitions of complainant for rehearing and 
further consideration, dated February 9 and March 3, 1932, respec- 
tively, denied. 

1. & S. 3446, plasterboard between points in southern territory, 
No. 23155, Certain-teed Products Corporation vs. A. & R. et al., and 
|. & S. 3419, plasterboard between points in official classification terri- 
tory and from that territory to points in Canada. Petition filed 
on behalf of Certain-teed Products Corporation for rehearing, denied, 
and proceedings reopened for reconsideration upon record as made. 

No. 24498, Hardwood Export Co. et al. vs. A. & L. M. et al. 
Complaint dismissed for lack of prosecution. 


No. 22596 (and Subs. 1 and 2), National Slag Co. et al. vs. A. C. 
et al. and cases grouped therewith. Report and order of February 
2, 1932, is further modified by elimination therefrom of South Junc- 
tion, Pa., as a point of origin, and the order of February 2 is further 
modified so that it shall become effective on or before June 15, 1932, 
upon notice to Commission and general —_ by not less than 10 
days’ filing and posting in manner prescribed in section 6 of the in- 
terstate commerce act. 

No. 24847, Chicago Live Stock Exchange vs. A. T. 
Board of Railroad Commissioners of State of N. D. 
intervene. 


No. 24192, Richmond Mica Corporation vs. B. & O. et al. Order 
of December 31, 1931, modified so as to provide for a period of not 
less than 1 day’s notice, in so far as rate from Portland, Conn., to 
Richmond, Va., is concerned, in lieu of not less than 30 days’ notice, 
as specified in said order of December 31, 1931. 


No. 15234, in the matter of divisions of freight rates in western 
and Mountain-Pacific territories. Second ordering paragraph of Com- 
mission’s order of February 8, 1932, herein, is amended to read as 
follows: It is ordered, that No. 15234 be, and it is hereby, reopened 
for further hearing with No. 24698 solely for purpose of considering 
the bridge-transfer costs at St. Louis, Mo., and EB. St. Louis, IIl., for 
traffic covered by the findings in Divisions of Freight Rates, 148 
I. C. C. 467, 166 1. C. C.. BA: 

Finance No. 7929, Sprucemont Nevada construction. Time pre- 
scribed in said certificate and order, as extended, in which Spruce- 
mont Nevada shall commence and complete the construction of line 
of railroad therein authorized is further extended to June 1, 1933, 
and May 31, 1934, respectively. ‘ tl 

Finance No. 9050. Application of M. R. L. & M. for permission 
4 abandon its railread. Application dismissed upon request of aP- 
plicant. 


Petition of 


& S. F. et al. 
permitted to 
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Proposed Reports in I. C. C. Cases 





SOUTHWESTERN REVISION 


Examiner Horace M. Johnson, in I. and S. No. 3130, part 18, 
southwestern rates, has recommended that the Commission find 
not justified the proposed so-called “Sanger” or dry goods mix- 
ture, iron and steel articles (including wire and nails) rates 
applicable on commodities indicated when moving in export, 
import and/or coastwise traffic to and from the Gulf ports on 
the one hand, and points in southwestern territory, on the 
other. The proposal was to substitute, in most instances, the 
distance rates now applicable on those commodities in inter- 
state domestic traffic prescribed in the southwestern revision, 
plus the terminal charges at the various ports. 

The examiner said the Commission should find justified 
the proposed rates on bagging and ties, canned goods, green 
coffee, binder twine and wooden handles. 

Johnson said the order relating to the suspended schedules 
in so far as they related to bagging and ties, canned goods, 
green coffee, binder twine and wooden handles, should be va- 
cated. He said the suspended schedules, in so far as they 
related to the dry goods mixture, iron and steel articles, wire 
and nails, should be canceled and the proceeding discontinued. 

Johnson said the respondents stated that because of the 
reductions made by the Commission in the class rates in the 
southwestern revision and of the recommendation that the pre- 
scribed class rates be permitted to supplant the many com- 
modity rates and classification exceptions, they pursued the 
following plan: First, the southwestern revision rates on 
classes and treated commodities were established on domestic 
traffic. Second, the southwestern revision rates on classes and 
treated commodities were published to apply on export, import 
and/or coastwise commerce in the absence of specific export, 
import and coastwise rates. Third, the southwestern class 
rates were published to apply on untreated commodities moving 
in domestic commerce as well as on export, import and/or 
coastwise traffic in the absence of specific rates. The original 
publication of the rates effective as of July 14, 1928, brought 
about the suspension of the rates proposed in this case. 

The railroads contended that every line haul rate to or 
from the ports, which was under suspension in this proceeding 
and which was now in effect on interstate domestic traffic had 
either been prescribed or approved by the Commission as rea- 
sonable and otherwise lawful. Respondents contended that so 
far as the line haul traffic was concerned, Johnson said, there 
was no difference between domestic traffic and export, import 
and/or coastwise traffic. 


PROPOSED REPORTS 


Furnace Limestone 


No. 24823, M. J. Grove Lime Co. vs. B. & O. et al. By 
Examiner William B. Wilbur. Rates, crude, fluxing, foundry or 
furnace limestone, Stephens City, Va., to various points in 
Maryland, Pennsylvania, West Virginia, Ohio and Delaware, 
unduly prejudicial to the complainant and unduly preferential 
of its competitors at Martinsburg and Engle, W. Va., to the 
extent they exceeded or may exceed the contemporaneous rates 
from Martinsburg and Engle; also unreasonable to the extent 
they exceed or may exceed rates from Martinsburg and Engle. 
Wilbur said the undue prejudice should be removed by the 
publication of rates from Stephens City on a level with those 
from Martinsburg and Engle. 


Automobiles 


No. 24343, Moore Brothers et al. vs. C. B. & Q. et al. By 
Examiner Morris H. Koenigsberg. Dismissal proposed. Rates, 
automobiles, Detroit, Pontiac and North Flint, Mich., and Fitch 
and Wagon Works, O., to point in Nebraska and Kansas, pro- 
posed to be found applicable. Applicable rates proposed to be 
found in violation of the aggregate of intermediates provision 
of section 4 but not unreasonable. Examiner said the Com- 
mission should find that the complainants had failed to show 
that they were damaged by the fourth section violation. 


Alliance, Neb., Class Rates 
No. 17000, part 2, western trunk line class rates. By Ex- 
aminer Morris H. Koenigsberg. Dismissal proposed. Class rates, 
Points east of the Illinois-Indiana state line, to Alliance, Neb., 
Proposed to be found to have been in violation of the aggregate 
of intermediates provision of section 4; also that the complain- 


ants in No. 19195, Alliance Chamber of Commerce et al. vs. A. & 
R. et al., had not shown themselves as having been damaged 
by the violation. The proceeding was reopened for further 
hearing on the allegations in the Alliance complaint about the 
fourth section and the question of reparation. 


Bituminous Coal 


No. 24801, Mayfair Coal Co. et al. vs. C. M. St. P. & P. et 
al. By Examiner John J. Crowley. Rates, bituminous coal, 
producing points in Pennsylvania, Maryland, the Virginias, Ken- 
tucky, Ohio and Indiana and in Illinois, on interstate traffic, to 
coal yards in the Mayfair and Rogers Park districts of Chicago, 
Ill., not unreasonable but unduly prejudicial to the complain- 
ants at Rogers Park and Mayfair north of Irving Park Boule- 
vard, and unduly preferential of competitors at Ravenswood, 
Summerdale, Rose Hill, Buena Park, Argyle Park, and Edge- 
water, Ill., to the extent that such rates exceeded or may ex- 
ceed rates on like traffic to the six preferred destinations named. 
Order for the future proposed. 


Portland Cement 


No. 24599, Louisville Cement Co. vs. C. C. C. & St. L. et al. 
By Examiner W. H. Smith. Rate, portland cement, Speeds, Ind., 
to Brixment, N. Y., unreasonable but not unduly prejudicial to 
the extent it exceeded or may exceed 22.5 cents, plus the emer- 
gency charges in the Fifteen Per Cent Case, 1931. New rates 
and reparation proposed. 


Bananas 


No. 24409, Carroll-Brough & Robinson et al. vs. C. R. I. & G. 
et al., and a sub-number, Nash-Finch Co. vs. Same. By Exam- 
iner Myron Witters. Rates, bananas, Galveston and Houston, 
Tex., and sub-ports taking the same rates to various points in 
Oklahoma and to Wichita and Arkansas City, Kan., unreason- 
able from shipside at Galvesten to the extent they exceeded or 
may exceed column 45 of the southwestern scale, first class. 
New rate and reparation proposed. 


Kalsomine 


No. 24588, Forman, Ford & Co. et al. vs. B. & O. et al. By 
Examiner J. Edgar Smith. Dismissal proposed. Rates, kalso- 
mine, New York, N. Y., and New York Harbor points to Minne- 
apolis, Minn., not unjust or unreasonable. 


SUSPENDED TARIFFS 


In I. and S. No. 3734, the Commission has suspended from 
April 14 until November 14, schedules in supplement No. 28 to 
Johanson’s I. C. C. No. 2313. The suspended schedules propose 
to cancel existing commodity rates on clam or mussel shells, in 
carloads, from points in Arkansas to destinations in Iowa, IIli- 
nois, Kansas, Missouri, Wisconsin, and certain Eastern points, 
and to apply higher class “E” rates (17% per cent of 1st class) 
in lieu thereof. The following is illustrative, rates being in 
cents a 100 pounds. 


To Muscatine, Ia., from Camden, Ark., present 34, proposed 35; 
Clarendon, Ark., present 30%, proposed 31. 


In I. and S. No. 3735, the Commission has suspended from 
April 15 until November 15, schedules of Jones in the following 
tariffs: Supplement No. 12 to I. C. C. No. 2444; supplement No. 
11 to I. C. C. No. 2445; supplement No. 11 to I.-C. C. No. 2446; 
and in numerous other tariffs. The suspended schedules pro- 
pose to assess 1 cent per 100 pounds emergency surcharge on 
benzol (benzene), in carloads, when moving from, to or be- 
tween points in Central Freight Association territory. 

In I. and S. 3730, the Commission has suspended schedules 
in supplements 71 and 73 to Boyd’s I. C. C. A1622, proposing 
to reduce rates on iron and steel articles from Chicago, Peoria, 
St. Louis, Milwaukee, and Manitowoc, Wisconsin, and related 
points, the Twin Cities, and Duluth, and to observe such reduced 
rates as maxima at intermediate points, which would also result 
in reductions to many intermediate points in Iowa, Minnesota 
and Wisconsin. 

In I. and S. No. 3731, the Commission has suspended from 
April 11 until November 11, schedules in supplement No. 42 to 
The Denver & Rio Grande Western I. C. C. No. 148. The sus- 
pended schedules propose to cancel the application of the com- 
bination rule which is used in constructing combination rates 
on box shooks, lumber and articles taking lumber rates, in 
carloads, from Santa Fe, N. M., to certain points in Colorado 
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and New Mexico via the Denver & Rio Grande Western Rail- 
road when such traffic originates beyond Santa Fe, N. M. 

In I. and S. No. 3732, the Commission has suspended from 
April 15 until November 15, schedules in tariffs of the Railway 
Express Agency, Inc., as follows: Supplements Nos. 36, 37 and 
38 to I. C. C. No. 3194; supplement No. 5 to I. C. C. No. 232; 
supplements Nos. 5 and 6 to I. C. C. No. 268; supplements Nos. 
2 and 3 to I. C. C. No. 302. The suspended schedules propose 
to increase the estimated weights on strawberries shipped via 
express, as follows: 


Twenty-four pint crate, present 20 pounds, proposed 23 pounds; 
24-quart crate, present 38 pounds, proposed 41 pounds. 


In I. and S. No. 3738, the Commission has suspended from 
April 15 until November 15, schedules in supplements Nos. 40 
and 217 to Johanson’s I. C. C. Nos. 2301 and 2008 respectively, 
and in certain other tariffs. The suspended schedules propose 
to cancel carload commodity rates on barium or silicate mud, 
containing clay and barytes and/or silicate, for gas or oil well 
drilling, which takes column 20 (20 per cent of ist class rates) 
and to apply in lieu thereof class “C” rates (30 per cent of lst 
class rates), which would result in increases on traffic from, 
to and between points in the Southwest. The following is 
illustrative, rates being in cents a 100 pouds: 


From Cartersville, Ga., to Shreveport, La., present 41, proposed 61; 
Fort Worth, Tex., present 48, proposed 72. 


OBJECTS TO NEW RATINGS 


Though realizing that the Commission has suggested that 
the railroads “address themselves to the task of making such 
changes in the rates on particular kinds of traffic as will, in 
their judgment, after careful analysis of all attendant circum- 
stances, produce additional revenue which can be supported as 
reasonable under existing conditions,” the Detroit Board of 
Commerce District Shippers’ Conference rate tariff and classi- 
fication committee states as its opinion that the classification 
committees, in proposing changes in ratings contained in its 
Docket No. 49, are “taking unfair advantage of a technical 
opportunity to increase rating contrary to the Commission’s 
admonition that the means employed ‘be supported as season- 
able under existing conditions.’ ”’ 

The statement was issued following a meeting of the com- 
mittee, at which there was discussion of the docket, hearings 
on which were scheduled for April 13, at Atlanta; April 18, 
at New York, and May 2, at Chicago. According to the state- 
ment, in response to a letter of inquiry, A. H. Greenly, chair- 
man of the Official Classification Committee, said the facts 
developed at the classification hearings bearing on proposed 
increases or decreases in ratings to bring about uniformity 
between those applicable in Western and Official territories (in 
connection with reopening by the Commission of Docket 17000, 
part 2, western trunk line class rate case) would determine the 
action of the carriers in connection with the reopened class 
rate case. 

It would take several weeks, according to the statement 
of the committee, for many of the larger firms in Detroit to 
prepare material and data to be submitted at the classification 
hearings in support of existing rating in which they are in- 
terested. 

“Since the Commission has reopened the western trunk 
line class rate case for the consideration of questions arising 
out of differences in ratings or class percentages in the respec- 
tive territories involved, and since a ‘bridge scale’ was pre- 
scribed in a supplemental decision in that proceeding to over- 
come fourth section violations due to such differences in rat- 
ings, there is no immediate reason for such drastic changes 
in the classification of these many articles,” says the state- 
ment, 

“We believe it is unfair for the classification committee to 
use docket 49 as a means for determining evidence that will be 
adduced at the reopened western class rate case hearing dealing 
with the subject of differences in classification rates. The 
Commission has afforded the forum for deciding these issues.” 

The hope is expressed that the Consolidated Classification 
Committee “will realize the inconsistency of this docket” and 
withdraw items covered by the reference to the reopened class 
rate case and relieve industry of “the burden of opposing 
changes there and later participating in hearings before the 
Commission.” 


PETITIONS FOR REHEARING, ETC. 


No. 21772, interstate rates between points in Missouri, and cases 
grouped therewith. Carriers defendants to these proceedings, ask 
modification of order in so far as said order treats of rates between 
points within state of Missouri applicable via routes through adjoin- 
ing states by extending effective date until further order of Com- 
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mission similar_to orders in Consolidated Southwestern Cases (128 
ICC 203) and Western Trunk Line Class rates (164 ICC 1). 
No. 20505, Hallsboro Manufacturing Co. et al. vs. A. C. L. et al 
Defendants ask reopening and for reconsideration and MOdificatioy, 
of order entered herein. n 

No. 25157, Hill Packing Co. vs. A. T. & S. F. et al. A. T. g 
F. asks dismissal of complaint or, in the alternative, for an order 
requiring complainant to make its complaint definite and certain 

1. & S. 3708, furniture from and to official territory. Pennsylvanj, 
furniture manufacturers ask modification of order of suspension, 

No. 24554, Ozark Utilities Co. vs. St. L.-S. F. Complainant asks 
reopening and reconsideration of the issues and facts in this Cage 
upon record as made. ‘ 

No. 23911, rates on fertilizer and materials within state of Mis. 
sissippi, and on fertilizer materials within state of Louisiana east 
of Mississippi River. State of Mississippi asks reopening, rehearing 
and reconsideration. ; 

Ex Parte 103, fifteen per cent case, 1931 (in so far as it concerns 
clay or shale cinder, carload). Federal-American Cement Tile ( 
asks for a supplementary order to revise emergency charge on car. 
load shipments of clay or shale cinder. 

No. 23008, Winnsboro Granite Corporation vs. Southern. (Com. 
— in a second petition, asks reconsideration and/or reargy. 
ment. 

No. 24281, Merry Brothers Brick & Tile Co. vs. A. C. L. et aj, 
J. E. Tilford, for and on behalf of carriers’ defendants herein, agks 
amendment of order by postponing effective date thereof until June 
10, 1932, or amend order so as to permit defendant carriers to make 
publication of prescribed rates on 10 instead of 30 days’ notice. 

No. 17000, part 7, grain and grain products within western dis. 
trict and for export. The Peoria Board of Trade, a party of record, 
in this proceeding, asks further reopening; Louisville Board of Trade 
of Louisville, Ky., also a party of record, asks modification of the 
orders reopening and assigning for further hearing these proceedings, 
entered on February 8, 1932, March 7, 1932, and March 26, 1932, 

No. 17000, part 7 (A), grain and grain products to and within 
southern territory, and No. 17000, part 7, grain and grain products 
within western district and for export. Louisville Board of Trade 
asks consolidation of No. 17000, part 7 (A), with No. 17000, part 7, 
and the hearing of the former jointly with the reopened and further 
hearing in the latter or separate concurrent hearing of the former 
part 7 (A), so that simultaneous effect may be given to the find- 
ings in each of these investigations. 

No. 21616, Sub. 6, Perrine-Armstrong Co. vs. Pennsylvania et al, 
Complainant asks reconsideration and/or reargument therein. 

No. 17000, part 7, grain and grain products within western district 
and for export. State of North Dakota doing business as North Da- 
kota Mill & Elevator Association, a party of record, asks further 
reopening, and the St. Louis County Farm Bureau asks to be made 
a party to this case, with the right to receive notice of hearings, 
to be heard, present testimony and evidence, cross-examine with- 
nesses, etc., to end that a non-discriminatory, reasonable and lawful 
basis of rates may be prescribed within territory hereinbefore out- 
lined in final adjustment of this case. 

No. 23898, Iola Cement Mills Traffic Association et al. vs. A. T, 
& S. F. et al. and cases grouped therewith. Defendants ask rehearing 
before entire Commission. 

No. 17000, part 9. Rate structure investigation, live stock—west- 
ern district rates. State regulatory bodies in Mountain-Pacific terri- 
tory ask for postponement of hearings and modification of order 
entered herein on February 5, 1932. 

No. 12964, in the matter of consolidation of railway properties of 
United States into a limited number of systems. Lexington and 
Rockbridge Chamber of Commerce, Board of Supervisors of Rock- 
bridge County, Town of Lexington, Washington & Lee University, 
Virginia Military Institute, Town of Fairfield, all of commonwealth 
of Virginia ask leave to intervene and become parties to said pro- 
ceedings. 


EXPRESS BERRY RATES, 1932 


The Railway Express Agency, Inc., and Southeastern Ex- 
press Co. have asked permission to make a ten per cent increase 
in rates on berries from points in Alabama, Arkansas, Colorado, 
Illinois, Kansas, Kentucky, Louisiana, Mississippi, Missouri, 
Oklahoma, Tennessee and Texas to stations in Alabama, 
Arkansas, Colorado, Connecticut, Delaware, District of Columbia, 
Illinois, Indiana, Iowa, Kansas, Kentucky, Louisiana, Maine, 
Maryland, Massachusetts, Michigan, Minnesota, Missouri, Ne- 
braska, New Hampshire, New Jersey, New York, New Mexico, 
North Dakota, Ohio, Oklahoma, Pennsylvania, Rhode Island, 
South Dakota, Tennessee, Texas, Vermont, West Virginia, Vir- 
ginia, Wisconsin and Wyoming. 

In response to their petition, the Commission has _insti- 
tuted Ex Parte No. 105, proposed increase in express rates. 
Information as to this matter, for that part of the public de- 
pending upon the Commission for advice as to matters before 
it, Was conveyed in a formal notice that Ex Parte No. 105 had 
been set for hearing at the Hotel Gayaso, Memphis, Tenn., 
before Examiner Taylor, May 16, at 9 a. m., standard time. 

The application for permission to make the increase was 
filed on February 11. This application was not made public. 

Correspondence filed by the Commission in a docket shows 
that the Railway Express Agency advised interested shippers 
as long ago as February 10 of the filing of the application. 
Organizations of shippers took the matter up with senators and 
representatives and the Louisiana and Arkansas state commis- 
sions. Berry growers also protested to the Commission against 
the increase before the proceeding was instituted. Among the 
members of Congress who wrote to the Commission inquiring 
about the matter or protesting the increase were Representa- 
tives Whittington, Doxey and Hall of Mississippi, Kemp of 
Louisiana, and Hill of Alabama, and Senators Black of Alabama 
and Hull of Tennessee. 

At present the rates are on the level of those in effect oD 
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october 12, 1920, having been cut back to that basis by the 
order of the Commission effective June 21, 1924, in No. 13930, 
gxpress Rates, 1922. They are carried in express tariffs I. C. C. 
Nos. 3561 and 302. 

~The petitioners allege that the rates are unreasonable, 
jnadequate and noncompensatory. They assert they are unrea- 
sonably low in comparison with rates on berries transported in 
freight train service between the same points and are not on a 
pasis providing a proper relationship between the rates for the 
freight train service and the more expeditious and valuable ex- 
press service in passenger train service. Further, they allege 
that they are unreasonably low in comparison with the first and 
second class express rates, being in many cases less than 50 
per cent of the first class express rates established under the 
order of the Commission in Express Rates, 1922, 83 I. C. C. 606. 
The express Companies said they desired to increase the rates 
in order to provide additional revenue and to place them on a 
pasis more nearly compensatory and adequate. The express 
companies said they also intended to increase by 10 per cent 
the rates on berries on the Louisville & Nashville on statutory 


notice. 


LOANS TO RAILROADS 


The Commission, by division 4, in Finance No. 9149, St. 
Louis Southwestern Railway Co. reconstruction loan, on an ap- 
plication of the carrier for a loan of $31,727,750 from the Recon- 
struction Finance Corporation has approved a loan of $18,000,000 
for specified purposes, $400,000 to be available on May 1 and 
the remainder on June 1. The application was filed on January 
93. On February 24, an amended application was filed and on 
March 31 a supplement was filed to the amended application. 

As collateral security for the loan the applicant is to pledge 
not less than $22,818,000 of its general and refunding mortgage 
5 per cent series A bonds, due 1990, and $468,000 of the first 
mortgage 4 per cent bonds of the Southern Illinois & Missouri 
Pacific Bridge Co., due 1951, under certain conditions. 

In addition the report said that the loan should be further 
secured by the unrestricted guaranty of the Southern Pacific Co. 
of the collection of both principal and interest of the note, or 
notes to be given by the applicant to the Reconstruction Finance 
Corporation; also by an irrevocable order on the Railroad 
Credit Corporation for the $750,000 the credit corporation was 
to furnish the Cotton Belt. 

Before the second installment of the loan is to be made the 
Cotton Belt is to give binding commitments of the then holders 
of obligations, showing that bank loans of $9,000,000 and the 
first and consolidated mortgage bonds, of $20,727,750, maturing 
June 1, can and will be refinanced for terms of not less than 
three years, without further loans from the Reconstruction 
Finance Corporation other than the loan herein conditionally 
approved. 

The original amount, $31,727,750, it was estimated, would 
provide for all the financial requirements of the applicant’s 
system in 1932, including interest payments that could not be 
met out of gross income. Any new loans obtained from sources 
other than the Reconstruction Finance Corporation, the report 
of the Commission said, would reduce the present requirements 
for borrowing from that same source by the same amount as 
would any extension of maturing obligations maturing this year. 

The Cotton Belt reduced its application to $18,000,000 on 
account of its ability to negotiate refinancing of bank loans of 
$9,000,000 due May 1 and June 1 and its first consolidated mort- 
gage bond issue due June 1, of $20,727,000, without calling on 
the Reconstruction Finance Corporation for the full amount of 
the items. The Railroad Credit Corporation also adopted a 
resolution conditionally approving a loan of $750,000 to be ap- 
plied toward the payment of interest of $400,000 on May 1 and 
$414,540 due on June 1. 

The reduced loan requested, the Cotton Belt said, would be 
used in refunding in part banks loans of $9,000,000, the refund- 
ing of the first consolidated mortgage bonds, in part, payment 
of interest heretofore mentioned and the remainder of the pro- 
ceeds of the loan to be used in the payment of additional in- 
terest and other liabilities. 

The Commission said that if one-half of the banks loans and 
the first consolidated mortgage bonds were refunded through 
other means, the total amount required from the Reconstruction 
Finance Corporation would be $15,748,875. 

As figured by the Commission the total necessities of the 
carrier in 1932 would be $30,677,290. It said that under the 
carrier’s plan it would be able to pay more than 50 per cent of 
the bank loans. It said that it was of the opinion that it should 
hot approve the payment of more than 50 per cent of those 
loans. But, it added, in view of the representation of the ap- 

Plicant that for the success of the entire plan of refinancing the 
floating debt must be eliminated, the Commission said it was 
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further of the opinion that its approval needed not to be with- 
held from loans by the Reconstruction Finance Corporation to 
discharge 50 per cent of the bank loans provided the holders 
thereof consented to refund the remainder for the term of not 
less than three years. 

The Birmingham & Southeastern Railroad Co. has applied 
for a loan of $50,000 for three years to purchase equipment, pay 
taxes, accounts and loans payable and to provide working cap- 
ital. No security offered as there are no bonds against the 
property and no liens that would be ahead of the loan. 

The Uvalde & Northern Railway Co. has applied for a loan 
of $300,000 for three years from the Reconstruction Finance 
Corporation to retire $300,000 of the company’s outstanding and 
past due indebtedness owed to The Sugarland Industries, and 
offers first lien on all its physical properties. 

The Bartlett Western Railway (Texas) has applied for a 
loan of $25,000 from the Reconstruction Finance Corporation 
for three years to pay notes now due and taxes and for better- 
ments to road, and offers as security therefor its property. 

The Wisconsin & Michigan Railroad Co. has applied for a 
loan of $200,000 from the Reconstruction Finance Corporation 
for three years to pay loans and bills payable, audited accounts 
and vouchers unpaid, taxes, insurance and interline freight 
moneys collected but not disbursed and offers as security there- 
for its first mortgage gold bonds. 

In Finance No. 9250, Ann Arbor Railroad Company receiv- 
ers’ reconstruction loan, the Commission, by division 4, has 
approved a loan of $634,757 to the receivers by the Reconstruc- 
tion Finance Corporation for three years to pay preferential 
claims of $229,269.35; interest on first mortgage bonds due Jan- 
uary 1 and April 1, 1932, $139,940; to pay interest on bonds due 
July 1, $69,970; to pay principal and/or interest on equipment 
trusts due July 1 and 15, 1932, $51,783; to pay rent due April 15, 
May 15 and June 15, 1932, applicable to principal and interest on 
guaranteed first mortgage bonds of Ann Arbor Boat Co., $25,175; 
to pay quarterly interest on first mortgage bonds due October 1, 
$69,970; and to pay rent due monthly July 15 to December 15, 
inclusive, applicable to principal and interest on guaranteed first 
mortgage bonds of the Ann Arbor Boat Co., $48,650. The loan 
will be advanced in installments as needed up to October 1, 
1932. Receivers’ certificates and a second mortgage on all the 
assets of the Ann Arbor Boat Co. subject only to the lien of its 
first mortgage floating equipment serial 6 per cent bonds in the 
amount of $290,000, should be required as security, said the 
Commission. 


EXCESS INCOME REPORTS 


Finance No. 3719, excess income of Elgin, Joliet and Eastern 
Railway Co., tentative determination by the Commission, divi- 
sion 1, that the carrier has recapturable net railway operating 
excess income of $6,402,679.04 in the last ten months of 1920 
and in the years 1921 to 1926, both inclusive; the determination 
is based upon values for rate-making purposes of $53,575,000 
in the last ten months of 1920; $52,850,000 in 1921; $49,425,000 
in 1922 and in 1923; $52,525,000 in 1924; $52,400,000 in 1925; 
and $51,575,000 in 1926. The carrier reported a recapturable 
excess Of $55,147.23 in 1923, based on a value of $87,024,008. 
The values claimed by the railroad company ranged from a 
low of $73,526,059 in 1921 to $117,796,024 in 1926, the value 
claimed for the last ten months of 1920 having been $74,387,466. 
The carrier paid the recapturable excess reported by it under 
protest. 

The carrier is controlled, the report said, by the United 
States Steel Corporation by stock ownership. At the time to 
which the report relates its rails extended as an outer belt 
around Chicago at a radius of approximately 30 miles from 
center of the city, extending from Waukegan, IIl., on the north 
to Porter, Ind., with branches from Normantown, IIl., to Aurora, 
Ill., from Walker, Ill., to South Wilmington, Ill., and from 
Griffith, Ind., to Hammond and Whiting, Ind. 

In calculating the net railway operating income of the Elgin, 
Joliet & Eastern, the Commission eliminated from operating 
expenses bonus payments that it said were predicated entirely 
upon the net earnings of the United States Steel Corporation 
or its profits but were actually paid by the carrier. The amounts 
were as follows: Last ten months, 1920, $74,348.64; 1923, $32,- 
562; 1924, $28,541; 1925, $30,549; 1926, $43,588. 

In 1922, said the report, in addition to regular salaries, 
bonuses aggregating $207,689.87 were paid to employes for serv- 
ices rendered in the shopmen’s strike, July 1 to September 17, 
1922, and charged to operating expenses in that year. For tenta- 
tive report purposes, the Commission said it found this charge 
disproportionate and unreasonable. 


FIFTEEN PER CENT CASE 


The Commission has instituted an investigation in No. 
25135, increases in intrastate freight rates and charges, as the 
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result of railroads having filed petitions alleging that the state 
commissions of Arizona, Arkansas, Idaho, Louisiana, Minnesota, 
Montana, Nebraska, Oklahoma, Texas, Wisconsin, and Kentucky 
have failed or refused to authorize or permit increases for cer- 
tain intrastate traffic similar to those permitted by the federal 
Commission for interstate traffic in the fifteen per cent case, 
1931. The carriers alleged that the action or nonaction of the 
state commissions mentioned resulted in undue and unreason- 
able preference and advantage to intrastate commerce, undue 
and unreasonable prejudice and disadvantage of interstate com- 
merce, and unjust and unreasonable discrimination against 
interstate commerce. Hearings will be held as follows: 

By Examiner Disque—Boise, Ida., Federal building, May 2; 
Helena, Mont., U. S. court rooms, May 10; St. Paul, Minn., St. 
Paul Hotel, May 13; and Madison, Wis., U. S. court rooms, 
May 17. 

By Examiner Mattingly—Frankfort, Ky., U. S. court rooms, 
May 2; New Orleans, La., Hotel St. Charles, May 6; Austin, 
Tex., Stephen F. Austin Hotel, May 13, and Phoenix, Ariz., Ari- 
zona State building, May 17. 

By Examiner Trezise—Little Rock, Ark., U. S. court rooms, 
May 2; Oklahoma City, Okla., Skirvin Hotel, May 6, and Lin- 
coln, Neb., U. S. court rooms, May 11. 


PRACTICES OF CARRIERS 


The Commission, in Ex Parte No. 104, part 1, railroad fuel, 
has announced hearings, with respect to locomotive fuel, coal 
and oil, bought by class I railroads, before Examiner C. W. Berry 
at St. Louis, Mo., May 17; at Houston, Texas, May 23; San 
Francisco, Calif., June 3; Salt Lake City, Utah, June 8; Denver, 
Colo., June 13; Kansas City, Mo., June 17; and St. Paul, Minn., 
June 23. 

In connection with the announcement of hearings the Com- 
mission put out a notice as to the information to be sought at 
the hearings. This part of the general inquiry, instituted July 6, 
1931, says the notice is to establish facts concerning the fol- 
lowing practices: The methods pursued by the respondents in 
the selection of fuel; the methods used by them in allocating 
their fuel orders; the basis on which prices paid for fuel is 
fixed; the inspection of fuel by the respondents; the practices of 
respondents in distributing and accounting for fuel. 

The principal basis or source from which the inquiry will 
proceed, says the notice, will be the responses made to the 
Commission’s questionnaire of August 5, 1931. 

Each respondent, the notice says, among other things, 
should present at the hearing two copies of a tabulation of the 
bids tendered for fuel coal showing the bidder, the name of the 
operating company, the name of the mine or mines, the prepara- 
tion of the coal bid on and the price by the ton for coal fur- 
nished in the calendar years 1929, 1930 and 1931. A similar 
tabulation, the notice says, should also be prepared covering oil 
fuel. The notice also advises the carriers to be prepared to 
testify as to the number of mines on their lines, output, amount 
suitable for locomotive fuel, average prices paid for contract 
and spot purchases, maps showing their lines, location of coal 
and oil fields, and where off-line coal is bought the maps should 
show the mileage from the fields to junction points, furnish 
current mine rating bulletins, unit consumption of fuel by classes 
of service for the years 1929 and 1930 and the first nine months 
of 1931. 

All communications in reference to this part of the inquiry, 
says the notice, should be addressed to W. P. Bartel, director of 
the bureau of service of the Commission in Washington. 


COTTON RATES TO BE CUT 


The southeastern railroads have filed sixth and fourth sec- 
tion applications with the Commission for permission to depart 
from the basis of rates prescribed in No. 17000, part 3, Hoch- 
Smith cotton, by reducing rates from Mississippi valley points 
of origin to Carolina and southeastern territories. The Com- 
mission has been unable to act on the matter because, at the 
request of J. E. Tilford, the fourth section application they filed 
when they initiated the move is being held up for revision. 
Until the railroads have revised their application there will be 
no action on either the fourth or sixth section phases of the case. 

But when the fourth section phase of the matter is cleared 
up the carriers desire permission to make the lower basis op- 
erative on less than thirty days. 


This cutting under the basis established by the Commission 
was proposed on account of truck competition, on account of 
reduction in the water rates from Texas and Louisiana ports 
to New England textile mill points and on account of reduc- 
tions in rates for truck and barge line transportation from Mem- 
phis to New Orleans. 

The proposal with respect to Carolina mill points is that 
the rates from the valley to Raleigh and Wilmington, N. C., 
Columbia and Charleston, S. C., and Savannah and Brunswick, 
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Ga., be cut 15 cents. The proposal as to southeastern nill 
points is that the rates from the valley to that territory be cut 
to 80 per cent of the Hoch-Smith basis in effect on March 
where the rate is 43 cents or greater and that rates of 43 Cents 
and less be cut to 34 cents. No reductions are proposed in 
rates less than 34 cents. 

The rates mentioned are those applicable on compressa 
cotton. The rates on uncompressed cotton, with carrier’s priy. 
ilege to compress in transit, are to be 15 cents higher but no 
less than 49 cents. Where the rate is 49 cents or less there is 
to be no change. 

The fourth section application pertaining to these cottoy 
rates is Tilford’s No. 468, I. C. C. No. 14667, and the sixth sectigy 
application is a joint one by Speiden and Glenn, No. 5440. 

The Commission has refused to suspend tariffs, effectiye 
April 9 and 17, making reductions in rates on cotton from that 
part of Mississippi on and south of a line from Columbus t 


Greenville, to New Orleans, to meet truck and barge competi. 


tion. Requests for suspension were made by the New Orleans 
Joint Traffic Bureau, American Cotton Cooperative Association, 
Port Commissioners of the Port of New Orleans and the Ander. 
son Clayton Co. The protested tariffs, supplements Nos. 41 and 
44 to Speiden’s I. C. C. No. 1477, were filed on short time per. 
mission from the Commission. They were filed to enable the 
railroads to bid for cotton carriage during this season, the 
schedules being marked to expire June 24. 

Those supplements establish carload commodity rates which 
are to alternate with the any-quantity rates. A typical rate js 
the any quantity rate from Ackerman, Miss., to New Orleans on 
uncompressed cotton of 58 cents. The carload rate that has 
been established is 50 cents. The uncompressed any-quantity 
rate is 45 cents. The carload rate, on compressed cotton, es. 
tablished by the supplements the Commission refused to sus. 
pend, is 35 cents. The protestants argued that the proposed 
rates would adversely affect them. 


CHESAPEAKE FERRY CASE 


In an opinion by Justice McReynolds, the Supreme Court 
of the United States, April 11, in No. 454, Claiborne-Annapolis 
Ferry Co., appellant, vs. United States, Chesapeake Beach Rail. 
way Co., and Interstate Commerce Commission, affirmed the 
decision of the Supreme Court of the District of Columbia dis. 
missing the bill of the Claiborne Company seeking an injunc. 
tion against the certificate of public convenience and necessity 
issued by the Commission to the Chesapeake Beach Company 
permitting it to extend its line by a ferry from Chesapeake 
Beach across Chesapeake Bay to a point on Trippe’s Bay, 
Dorchester County, Md. The Claiborne Company operates a 
ferry service on the Chesapeake north of the proposed service 
of the Chesapeake Company. The court held that the Commis- 
sion had authority to issue the certificate and that there was 
enough evidence to support the Commission’s conclusions. 


LOSS FROM COLLISION 


The Supreme Court of the United States, April 11, in an 
opinion by Justice Brandeis in No. 487, Canada Malting Co. 
Ltd., petitioner, vs. Paterson Steamships, Ltd., and Nos. 488 and 
489, cases grouped therewith, affirmed the Circuit Court of 
Appeals for the second circuit which upheld the district court 
for declining jurisdiction because all the parties were citizens 
of Canada. These libels in admiralty in personam, said the 
court, were brought in the federal court for western New York 
by owners of cargo laden on the steamer “Yorktown” to recover 
loss resulting from sinking of that vessel in a collision with 
respondent’s steamer Mantadoc in Lake Superior on the Amer- 
ican side of the international boundary line. 


THEFTS FROM INTERSTATE COMMERCE 


“On January 28, agents in the field of the Bureau of In- 
vestigation, Department of Justice, reported that they were 
requested to assist in disclosing facts connected with the rob- 
bery of a freight car at Chester, S. C., and the apprehension of 
the persons guilty of this violation of federal law,” says the 
department. A large quantity of merchandise was taken from 
the car and agents of the railroad company arrested and brought 
about the admission by Will Archie and James Brown of pal 
ticipating in this crime. The agents of the bureau made further 
investigations into the case and found that one Wili Atkinson, 
also James Brown, were implicated in the transaction. All of 
the persons were arrested, committed to jail and indictments 
were brought against them by the federal grand jury. Archie 
and Brown entered pleas of guilty and Roberts and Atkinson 
entered pleas of not guilty. Archie was sentenced to two years 
in the federal penitentiary at Atlanta, and Brown a year and 
a day in the same institution. Roberts and Atkinson were 
convicted, the former being sentenced to a year and a day in 
the Atlanta penitentiary and Atkinson to four months in the 
Spartanburg, S. C., county jail.” 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Arkansas.) Refusing defendant’s motion 
for continuance held not error, where plaintiff admitted that 
absent witnesses, if present, would testify as stated in de- 
fendant’s motion (Crawford & Moses’ Dig., Sec. 1270). (Balti- 
more & Ohio R. Co. vs. McGill Bros. Rice Mill, 46 S. W. Rep. 
(2d) 651). 

Granting or refusing continuance is discretionary.—Ibid. 

Supreme Court will not interfere with trial court’s discre- 
tion in granting or refusing continuance unless its action is 
plainly erroneous or is clear abuse of discretion.—Ibid. 

Defendant could not contend that trustees in bankrauptcy 
of plaintiff were not qualified or had no right to appear as 
plaintiffs, where, after trustees had been made parties, de- 
fendant filed cross-complaint against all plaintiffs, including 
trustees (Bankr. Act, Sec. 11b, 11 USCA, Sec. 29 (b)).—Ibid. 

In shipper’s action against carrier for wrongfully repossess- 
ing itself of property, whether there had been complete delivery 
to consignee and payment of draft held for jury.—Ibid. 

As regards liability to shipper, carrier, after delivering 
shipment to and receiving payment from consignee, has no 
lawful right to repossess itself of property.—Ibid. 

Supreme Court cannot pass on credibility of witnesses nor 
weight to be given their testimony.—lIbid. 

Failure of instructions to indicate defenses would not be 
erroneous where other instructions presented defendant’s theory. 
-—Ibid. 

Damage instructions in shipper’s action against carrier for 
wrongfully repossessing itself of property after delivery to con- 
signee held not conflicting. 

Instruction that shipper must prove by preponderance of 
testimony that shipper had suffered loss of $1,106.85 was not 
conflicting with instructions that measure of damages was fair 
market value of rice at destination point.—Ibid. 


CARRIAGE OF LIVE STOCK 


(Court of Civic Appeals of Texas. Eastland.) In action for 
carrier’s negligence in delaying transportation of cattle, un- 
requested and unsubmitted issue of contributory negligence was 
waived, even if there was evidence supporting such issue. 
(Texas & Pac. Ry. Co. vs. Bufkin, 46 S. W. Rep. (2d) 714). 


Where carrier contracted to transport cattle and unrea- 
sonably delayed shipment, shipper could sue for breach of 
contract or in tort for breach of duty imposed by law.—Ibid. 

Carrier’s statutory duty regarding dispatch in transport- 
ing live stock is to transport within reasonable time, which 
duty cannot be varied by contract (Rev. St. 1925, arts. 905, 
6360, 6490).—Ibid. 

Charge submitting special issue whether carrier trans- 
ported shipment within usual time instead of within statutory 
reasonable time held error (Rev. St. 1925, arts. 905, 6360, 6490). 
—Ibid. 

Reasonableness of time within which carrier must transport 
shipment held dependent upon conditions under which ship- 
ment is made, provided conditions are of nature excusing longer 
time than usual time (Rev. St. 1925, arts. 905, 6360, 6490).—Ibid. 

Error in submitting special issue whether carrier trans- 
ported shipment of cattle within usual time instead of within 
Statutory reasonable time held harmless, there being no evi- 
dence that time taken, though unusual, was reasontable (Rev. 
St. 1925, art. 6360).—Ibid. 

Water shortage and freight congestion held not to excuse 
carrier not notifying cattle shipper thereof from unreasonable 
delay in shipment (Rev. St. 1925, arts. 905, 6360, 6490).—Ibid. 

Absent issue to which admitted evidence could apply, such 
evidence should be disregarded.—Ibid. 

Instruction defining proximate cause held not erroneous be- 
cause omitting element of new and independent cause.—lIbid. 

Instructions defining proximate cause held erroneous in re- 
quiring that cause be one immediately preceding and directly 
producing injury.—Ibid. 

Special issues requiring jury to make findings as to each 
from preponderance of evidence held proper.—Ibid. 

Qualified witnesses’ testimony that 21 to 23 hours were 
reasonable and usual time for shipments between two certain 
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points held proper upon issue of reasonableness of time em- 
ployed.—Ibid. 

Admitting over objection testimony good only as to part 
thereof was not reversible error.—Ibid. 

It was objecting party’s duty to point out portion of prof- 
fered testimony that was subject to objection urged.—Ibid. 





(Court of Civil Appeals of Texas, Eastland.) In suit against 
corporation, allegation that named defendant was private cor- 
poration held sufficient on special exception without alleging it 
was “corporation duly incorporated” (Rev. St. 1925, art. 1999). 
(Texas & Pac. R. Co. vs. Bufkin, 46 S. W. Rep. (2d) 712). 

Unobjected to general charge on carrier’s duty to transport 
live stock without delay in connection with special issue sub- 
mitted thereon held harmless error (Rev. St. 1925, arts. 905, 6360, 
6490). 

Such general charge where no objection was made to the 
submission of the issue, and no point was made against it on 
appeal, was harmless, especially since the jury found upon 
conclusive testimony that the carrier, without any proper 
grounds or excuse for delay, failed to discharge its statutory 
duty as provided by Rev. St. 1925, arts. 905, 6360, 6490, and 
transport the cattle within a reasonable time to destination.— 
Tbid. 

Water- shortage and traffic congestion held not to justify 
carrier not notifying shipper thereof in failing to transport 
cattle “within reasonable time to destination” (Rev. St. 1925, 
arts. 905, 6360, 6490).—Ibid. 

In suit against carrier for delay in transporting cattle, burden 
was on carrer to show shipment was transported within reason- 
able time (Rev. St. 1925, arts. 905, 6360, 6490).—Ibid. 


TELEGRAPHS AND TELEPHONES 


(District Court, S. D. Florida.) Declaration for sickness 
resulting from mental suffering caused by telegraph company’s 
failure to transmit proper amount of money whereby plaintiff 
was unable to attend husband’s funeral held not to state cause 
of action. (Mees vs. Western Union Telegraph Co., 55 Fed. 
Rep. (2d) 691). 

Mere mental pain and anxiety are too vague for legal 
redress, where no injury is done to person, property, health, 
or reputation.—Ibid. 

If mental suffering alone cannot be basis of action, sick- 
ness resulting therefrom is not proximate result of defendant’s 
negligence.—Ibid. 





* * e @ 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





(Circuit Court of Appeals, Fifth Circuit.) Shipowner issuing 
bill of lading, representing cotton as received in good condi- 
tion, with knowledge of its recent wetting, held liable to buyer 
for resulting loss (46 USCA, Sec. 742). (Baltic Cotton Company 
vs. United States, 55 Fed. Rep. (2d) 568). 

Report of facts of commissioner in admiralty, like that of 
a master in chancery, is not ordinarily conclusive on the court, 
though the evidence is conflicting.—Ibid. 

Admiralty court, ordering commissioner to report recom- 
mendations, was not bound to follow them.—Ibid. 

Burden was on buyer, suing steamship owner for damage to 
cotton wet when shipped, to prove amount of loss.—lIbid. 

District Judge’s estimate of damage to cotton by wetting 
before shipment held not so clearly erroneous as to require 
reversal, in view of buyers’s failure to keep pickings or account 
of identity or weight of sound cotton sold to others.—lIbid. 





(District Court, N. D. California, S. D.) Unseaworthiness 
displaces contract of affreightment only in so far as damage 
is caused by unseaworthiness. (American Finance & Commerce 
Co. vs. United States, 55 Fed. Rep. (2d) 725). 

Libelant seeking recovery for cargo damage has burden to 
prove shipment was in good order when made, notwithstanding 
recital in bill of lading as to apparent good order.—lIbid. 

Evidence showing damage to cargo of peanuts was attribut- 
able partly to both carrier and shipper, and partly to inherent 
vice required decree for divided damages (46 USCA, Secs. 192, 
741-752). 
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A USE FOR RAILROAD LOBBY 


Editor The Traffic World: 

Some of we old fellers can remember when the railroads 
all had lobbies at Washington to get some of the things to 
which they were not entitled. Why not use some of the smart 
railroad lawyers to lobby for some of the things to which they 
are entitled? One of these things is the removal of strangling 
regulation, not necessary in these days of keen competition. 

It is better expressed on page 708 of the April 2 issue of 
The Traffic World under the caption, “Shipper and Motor Regu- 
lation,” the last paragraph of which says shippers should “do 
something to have these impediments removed from the rail- 
roads instead of insisting on a policy that leaves the railroads 
thus hampered while their competitors are unrestrained.” 

R. Flickinger, T. M., 


Denver, Colo., April 7, 1932. The Morey Mercantile Co. 


“PIGGLY WIGGLY” FREIGHT RATES 


Editor The Traffic World: 

Assuming that you are the manager of a Piggly Wiggly 
store, the order was out to increase sales, and your stock was 
marked as follows: 


GROUP NO. 2 


Value Price 
le SIRI, 5. 0: viviw.0 o-Seieesioie-0o-41s-01cre eiueernt $ 5.00 $ 2.36 
NS ac g an ke Sla.a! lpr aetna bad sea sb waco wanes 2.00 2.36 
oR rere rae 1.00 2.36 
rrr er ere eee 6.00 2.36 
GROUP NO. 1 
Value Price 
DEATIUERCERIOE DEGOREEE onesies cc cic ecewecesscenessscess $35.00 $ 1.85 
Less than Carload shipments..........cccscccccesces 10.00 1.85 


The management insists that the volume of sales must be 
largely made up of products listed in Group No. 2, or, in other 
words, sell the public that the $2.36 product was a bargain. 
If you could carry out that order both in spirit and letter, 
you would be qualified to sell electric fans to the Esquimos. 

This very thing has taken place in principle as far as the 
charging of freight rates on manufactured products is con- 
cerned—the commodities listed in Group No. 2. The $2.36 bar- 
gains were bought and paid for and bore the major portion of 
the total transportation costs for 1930. 

The evidence to sustain this thought is expressed in the 
following rate picture, covering all commodities that were trans- 
ported in 1930. 


GROUP NO. 1 


7Value of tFreight 

Commodity *Cars Commodity Revenue 
Manufactured miscellaneous ....10,289,265 $35,364,915,000 $1,421,295,547 
Less than carload shipments....12,200,534  10,383,352,000 429,350,328 


$45,748,267,000 $1,850,645,865 


GROUP NO. 2 


7Value of tFreight 

Commodity *Cars Commodity Revenue 
Products of agriculture......... 4,471,352 $ 5,849,971,000 $ 674,744,333 
Animal and products............ 1,905,227 6,475,878,000 224,096,902 
EPOUMOCUS GE MEMIED. 20 cccesiccces 12,394,610 2,632,569,000 1,204,423,188 
Products of forests............ 2,418,829 1,383,491,000 253,885,372 


$16,341,909,000 $2,356,849,795 


*Source, American Railway Association Year Book. 
7I. C. C. Statement No. 3242. 
tI. C. C. Statement No. 31100. 


Group No. 1 required 51.5 per cent of equipment to trans- 
port 45.7 billion dollars of merchandise and paid to the common 
carrier for transportation $1,850,645,865. 

Group No. 2 required 48.5 per cent of equipment to trans- 
port 16.3 billion dollars of products of agriculture, mines, and 
forest, plus product of animals, and paid the common Carriers 
for transportation $2,356,849,795. 

The less than carload shipments average but 2.43 tons per 
car. 

In this connection, consider that the average tare weight 
of a freight car of 22.65 tons; that the ratio of empty mileage 
versus loaded mileage was 62.9 per cent and this empty mileage 
equated in tons is the equivalent of 14.25 tons. So the average 
locomotive is in reality moving 36.9 tons as an empty car. 
Then and only then does the enormous cost of just transport- 
ing less than carload traffic become apparent. Contrast this 
statement with that of products of the mines in point of car 
used for transportation for the second jolt. 

So much for selling. 

What does it cost to move these freight cars? 

Consider the United States as a whole based on 185 miles. 
The average revenue was 25.8 cents per car mile. 

The average operating cost was 20.56 cents per car mile. 
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The constant cost to move the empty freight car was 1) 
cents per car mile. "4 

Or, in other words, 50.8 per cent of operating cost Wag 
constant. Obviously, this constant cost goes on regardless at 
the volume of tonnage. 

In spite of this lack of balance in our freight rate structuyy 
the Class I railways showed an earning of 4.64 per cent on thei; 
net book value as it is registered with the Commission. 

The total operating revenue for freight was $5,281,196 875 

The operating cost, including state and federal taxes, equip. 
ment, joint facilities, rents, etc., was $4,411,240,608. 

Obviously, if this amount of operating cost remaing ¢op. 
stant for 1931, and the revenue for freight was just equal t 
the operating cost, then, to all intents and purposes, the Ship. 
ping public would receive transportation for mere cost—in tha 
sense—for nothing. It is the net railway operating income tha 
concerns the shipping public. 

We pay for what we need, whether we buy it or not. 

I have had my say. 

Washington, D. C., April 12, 1932. T. J. McLaughlin, 

Traffic Counselor, 


COTTON BELT SUIT 


The Missouri Pacific and the Texas & Pacific have gone to 
the federal court in the eastern district of Kentucky asking 
that the enforcement of the Commission’s decision in the cage 
in which it approved acquisition of the St. Louis Southwesten 
by the Southern Pacific be enjoined. They claim that the ep. 
forcement of the decision will result in depriving them of 
property without due process of law. The property right they 
claim is that created by the so-called Gould-Huntington awari 
with regard to a transcontinental route via El Paso, Texas, 
through Arizona and New Mexico, their right to which has been 
the object of litigation. 


HEAVY LOADING CARS 


An impressive portrayal of the effect of light or heavy 
loading of cars on carrier revenue, even in times when there 
is a large surplus of equipment, is given by H. J. Arnett, district 
manager of the car service division, American Railway Associa. 
tion, at Seattle, in connection with the commodity committee 
reports of the Pacific Northwest Advisory Board for the second 
quarter of the year. The statement is printed as an open letter 
in the board publication. 

Tables presented in the statement show the “rolling resist- 
ance per ton” of cars with varying loads, and so the relative 
cost of handling light and heavily loaded cars. It is shown, for 
instance, that cars having gross weights of 70 and 30 tons have 
rolling resistance against locomotive energy of 4.53 and 8.04 
pounds a ton, respectively. According to the tabulations pre 
sented, it requires the same locomotive energy to haul a train 
of 60 cars, each car having a gross weight of 70 tons, as is 
required to haul a train of 79 cars, each car having a gross 
weight of 30 tons, though the gross tons in the first train total 
4,200 and in the second only 2,370. In other words, with the 
same power being used to perform the transportation, there isa 
reduction of 43.6 per cent in the amount of gross tonnage moved. 
It may be pointed out that relative weight of the load in the 
first train would also be much greater, in comparison to the 
gross train tonnage, than in the second. These figures show 
the importance of heavy loading, even when there is a large 
equipment surplus, it is pointed out. 

Attention is further called to the fact that the influence of 
the empty car on locomotive energy necessary to perform trans- 
portation should not be overlooked. In that connection it is 
shown that in 1931 Pacific northwest railroads handled a total of 
901,870 loaded box and refrigerator cars for eastern destina- 
tions. “To protect this loading it was necessary to empty haul 
from eastern terminals 537,689 cars,” it is ‘stated. ‘Had our 
shippers in this region (the territory of the board) found it pos- 
sible to load two tones more per car, our rail lines would have 
saved the empty and loaded movement on 66,808 cars.” 


ECONOMY IN MIMEOGRAPHED BRIEFS 


The Commission for a limited period, as an experiment, 
according to a notice issued by it to the public, has agreed to 
permit the mimeographing of briefs on both sides of the paper. 
At present the rules require that the impressions be made on 
only one side of the paper. This permission is based on re- 
quests made by those concerned. In view of all the circum- 
stances, the Commission said, it was willing to have mimeo 
graphed briefs and exceptions prepared in the way indicated. 
It said, however, that the mimeographing must be clear, clean 
and legible as a condition precedent to the filing of briefs or 
exceptions. The Commission recently began mimeographing its 
reports on both sides of the paper under an economy plan of 
the government. 
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Ocean Shipping News 





INTERCOASTAL REGULATION 
The Trafic World Washington Bureau 


With some of the leading intercoastal steamship operators 
appearing in support of the revised S. 3643, providing for regu- 
lation by the Shipping Board of intercoastal lines operating 
through the Panama Canal, shippers were divided as to the 
pill in the hearing that was held on it April 8 before a sub- 
committee of the Senate commerce committee headed by Senator 
Johnson, of California. 

The National Industrial Traffic League, represented by J. H. 
Beek, executive secretary, was placed on record as flatly 
opposed to the bill. Mr. Beek said the members of the League 
were absolutely opposed to any regulation of water rates. He 
said the League had so voted in 1927, that that action had not 
been rescinded, and that the executive committee had recently 
approved the previous action of the League and went on record 
against the pending bill. He explained that the entire mem- 
bership had not acted on the bill but that the executive com- 
mittee had. Later on, supplementing his testimony, he ex- 
plained that action of the League did not bind individual mem- 
bers who wished to take a different position. 

Chairman Johnson remarked that perhaps there was as 
much unanimity in the League as there was in the Senate. 

Mr. Beek first appeared on behalf of W. H. Chandler, of 
the Merchants’ Association of New York, who was to have 
appeared for the New York Shippers’ Conference and the Boston 
Chamber of Commerce in opposition to the bill. E. P. Farley, 
chairman of the executive committee of the American-Hawaiian 
Steamship Co., who was the first witness to appear in support 
of the bill, asked by what authority Mr. Chandler spoke for the 
Merchants’ Association of New York as he had attended a meet- 
ing of the transportation committee of the chamber at which it 
was decided that the association would not appear on the Dill. 
Mr. Beek explained Mr. Chandler in this case was speaking for 
the New York hSippers’ Conference and the Boston Chamber 
of Commerce. Mr. Farley said he understood Mr. Chandler had 
resigned from the shippers’ conference but Mr. Beek said he 
had not. 

Mr. Farley made the following statement in support of the 
measure: 


We favor the passage of Senate Bill 3643, as amended, believing, 
that it will stabilize rates in the intercoastal trade, in which there 
is an invested capita] of $100,000,000, on which there is owing to 
the United States government about $19,000,000. 

The intercoastal trade, as it presently exists, really dates from 
1920, and it demonstrates that no carrier, however efficient, can earn 
a fair return on his investment until unfair practices have been 
eliminated and reasonable rates established with some degree of 
permanency. ; , 

It is of interest‘to know that the only large industries not suf- 
fering from rate or price cutting today, are those which are regu- 
lated: Railroads, public utilities, pipe lines, telephone, telegraph, etc. 
I doubt if anyone would advocate the railroads or utilities making 
their own rates, or the removal of restrictions on our national banks. 

Although it has been commonly supposed that the shipping board 
has power, under the shipping act of 1916, as amended, to enforce just 
and reasonable rates, and just and reasonable practices, such is not 
the case. The proposed legislation is designed to give the shipping 
board this power: 

(a) By providing for the filing of actual rates to be charged to 
all shippers, in place of fictitious maximum rates; ; 

) By giving power to the board, upon complaint of any line of 
an unduly low rate being charged, to fix the actual minimum rate to 
be charged. 

In reality, the proposed legislation merely fills in certain gaps in 
the shipping act of 1916 which are urgently required in the interest 
of shippers and shipowners. In other words, the experience of sixteen 
years since the passage of the shipping act of 1916 clearly demon- 
strates the necessity for this additional machinery in order to make 
the operation of the original act effective. We believe that with 
the police power of the United States government behind reasonable 
trade conditions and fair rates, efficient service, properly financed 
and managed, is bound to earn its reward. In this connection it 
might be well to call attention to the fact that President Hoover, 
the Interstate Commerce Commission, and the United States Shipping 
Board, have stated in their annual reports that further regulation of 
the intercoastal trade is necessary. 


Port of Stockton 


B. C. Allin, director of the port of Stockton, Calif., urged 
amendments to the bill to protect the port of Stockton and 
other ports similarly situated, so that it would provide that 
carriers subject to the act “in establishing and fixing rates, 
fares or charges, may make equal rates, fares or charges for 
Similar service between all ports of origin and all ports of 
destination.” He proposed several other amendments to give 





effect to the idea expressed in the quoted language. He be- 
lieved that, under the bill as drafted, the blanketing of rates to 
and from such ports as Stockton would gradually be broken 
down and the smaller ports, with a scattering steamship service, 
would be confronted with increased rates. Service, he said, 
would be contracted to a few powerful ports. He said Stockton 
should have the same rates as San Francisco in reply to a 
question put by Senator Copeland, of New York. 

Asked about the amendments proposed by Mr. Allin, Mr. 
Farley said there was nothing to prevent ships going to Stock- 
ton but that he could see no objection offhand to the Allin pro- 
posals. 

Speaking for San Jose, Calif., and Richmond, Va., Mr. Allin 
said they were against regulation. He said the steamship situ- 
ation was so intricate and complicated that it would be difficult 
to interpret such a law as proposed and that it was a question 
as to how it would operate. He thought the measure was un- 
necessary. 

The Allin amendments follow: 


Section 2, line 23, page 6. Following the word ‘‘consignee,” add 
the sentence, ‘“‘Such carriers, in establishing and fixing rates, fares 
or charges, may make equal rates, fares or charges for similar service 
between all ports of origin and all ports of destination.”’ 

Section 2, after the line 17, page 7, add: And provided further that 
schedules or changes which provide for extension of actual service 
to additional ports at rates of said carrier already in effect for similar 
service at the nearest port of call to said additional ports shall be- 
come effective immediately upon notice to the board. 

Section 3, line 6, page 9. Following the word ‘‘practice,’’ insert 
the following wording, ‘‘provided, however, that there shall be no 
suspension of a tariff schedule or service which extends to additional 
ports, actual service at rates of said carrier for similar service already 
in effect at the nearest port of call to said additional port.”’ 

Section 4, following line 13. Following the word “charges,” in- 
sert the following wording, ‘‘provided, however, that the provisions 
of this section shall not apply to a tariff, schedule or service which 
extends to additional ports, actual service at rates of said carrier 
for similar service already in effect at the nearest port of call to 
said additional port.”’ 


Section 4 of the bill provides that on sworn petition of any 
common carrier by water in intercoastal commerce alleging the 
charging of any unduly low rate, fare, or charge, or unduly low 
rates, fares or charges, by any other such carrier with which 
petitioner is in competition, the board may investigate and after 
hearing prescribe minimum rates. Senator Vandenberg, of 
Michigan, asked what was an “unduly low rate.” Senator 
Johnson said that that was left to the board to determine 
through the exercise of prudent, legal and wise discretion. 


Shipowners for Regulation 


Edgar F. Luckenbach, shipowner, said he favored the bill. 
He said it had been his experience that it was impossible for 
the intercoastal steamship conference to function properly with- 
out regulation. He thought the bill should be amended to make 
it stronger in certain respects and referred particularly to in- 
dustrial carriers that he said were the worst menace to the 
intercoastal carriers. He also said intercoastal operators had 
to compete at present with ships receiving mail subsidies and 
that he did not think it was the intention of Congress to grant 
subsidies to operators in the intercoastal trade. He said the 
line he referred to received a subsidy of $17,000 a trip at present 
and with new vessels would receive $25,000 a trip. Otherwise 
he said he was heartily in favor of the bill. 

Charles H. Gant, representing the port of Wilmington, Del., 
adopted the recommendations made by Mr. Allin. Unless amend- 
ments proposed by Mr. Allin were adopted, he said, he feared 
arbitraries would be added for minor ports. 

P. A. S. Franklin, president of the Panama-Pacific Line, ap- 
peared in support of the bill. 

“Are you controlled by 
Copeland. 

“Absolutely no,” replied Mr. Franklin. 

Mr. Franklin expressed the opinion it would be impossible 
to develop the intercoastal trade properly except with a rate 
agreement controlled by the Shipping Board. 

On broad lines, said Mr. Franklin, he had no objection to 
the Allin amendments. He said the steamship owners wished 
to encourage traffic to and from every port. 

Questioned by Senator Johnson as to a line having a mail 
subsidy having an advantage over a line not having one, Mr. 
Franklin said that the mail payments of course contributed to 
the expenses and that to that extent the subsidized line had a 
certain advantage. He said, however, that the subsidy made 
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possible the maintenance in service of a type of steamer that 
otherwise could not be maintained and that the vessels were 
naval auxiliaries for use in time of national emergency. He 
said interest of 514%, per cent was paid on the government loans 
for such ships and then referred to paying tolls of $15,000 each 
way through the Panama Canal on such a vessel with the 
assertion he would exchange his profits from operation for the 
profits the United States made out of his ships. He believed 
canal tolls should be reduced to meet the cost of operation 
of the canal. 

J. A. Crothers, representing the South Jersey Port Com- 
mission, Camden, N. J., said the commission was in favor of 
proper regulation of intercoastal carriers and the filing of actual 
rates. With the amendments proposed by Mr. Allin he said he 
favored the bill. The smaller outports should be protected as 
proposed by Mr. Allin, he said. 

Robert A. Nicol, vice-president of the Pacific-Atlantic Steam- 
ship Co., appeared in favor of the bill. He said his company 
also believed certificates of convenience and necessity should 
be required for operation. Such a requirement has been 
eliminated from the bill. 

A. G. Chapman, chief engineer of the Albany (N. Y.) Port 
District Commission, urged adoption of the Allin amendments. 
He also urged an amendment whereby shippers or port author- 
ities could raise question as to unduly low rates, as well as 
steamship companies, as provided in the bill. 

John McAuliffe, president of the Isthmian Steamship Co., 
appeard in support of the bill. He said he favored a division of 
territory between the rail and water carriers, fair and equitable 
to both, but that the sphere of the water carriers should not be 
limited to the seaboard. 


Railroad Influence 


Theodore Brent, appearing for the Mississippi Valley Asso- 
ciation against the bill, read from resolutions adopted by that 
association opposing regulation of water rates in which it was 
asserted that the demand for regulation was not coming from 
the shipping or consuming public but the railroads. Senator 
Johnson curtly made a statement to the effect that so far as the 
bill before the committee was concerned the railroads had 
nothing to do with it. In the discussion of the question of 
railroad influence, Senator Copeland remarked that there was 
no need to worry about the railroads, as they would soon be 
in the hands of the government. Regulation means higher 
rates, Mr. Brent insisted. He said if the water lines could not 
regulate themselves, there should be survival of the fittest. 

W. G. Stone, chairman of the traffic committee of the Sacra- 
mento (Calif.) Wholesalers’ & Manufacturers’ Association, said 
the association believed in the regulation of common carriers 
but it further believed that the present shipping act, “although 
perhaps a little weak in some respects, covers the subject fairly 
well.” 

“If, as a result of this hearing,” said he, “this committee 
should find a public need for some revision of the existing act, 
we are not opposed to it, provided the shipper’s interest is 
given careful consideration and properly protected. 

“Perhaps one of the outstanding weak points of the present 
shipping act is the provision for publication of maximum rates, 
which really means nothing so far as the shipper is concerned, 
as it makes it possible for carriers to publish a maximum rate, 
for example, of five dollars, and yet actually apply a rate of 
only two dollars.” 

The committee revision of S. 3648, he said, covered that 
point very nicely except that the statutory period should be 
increased from ten to thirty days in order to provide sufficient 
time for shippers to learn of proposed changes in rates. 

Adequate provision, he said, should be made in the Dill 
permitting extension of service and rates to additional ports. 
He also said the term “unduly low rate” in the bill should be 
clarified, so as to provide for comparable water service, for the 
reason that what might be an unduly low rate for one carrier 
might or might not be an unduly low rate for another carrier 
or group of carriers with a somewhat dissimilar service. He 
offered amendments to effect the changes suggested. 

E. George Siedle, industrial traffic manager, Lancaster, Pa., 
appeared for Armstrong Cork Co., Lancaster, Pa., Bird & Son, 
East Walpole, Mass., Certain-teed Products Corporation, New 
York, N. Y., Congoleum-Nairn, Inc., Kearney, N. J., Delaware 
Floor Products, Inc., Wilmington, Del., Sandura Co., Inc., Phila- 
delphia, Pa., and Sloane-Blabon Corporation, New York, N. Y. 

“If there were hope of some other solution, we would not 
favor this or any bill to regulate the intercoastal carriers,” 
said Mr. Siedle. “We heartily subscribe to the belief that, gen- 
erally speaking, the less the government interferes with business 
the better for all concerned. But these carriers have clearly 
demonstrated that they are not capable of governing them- 
selves. This could be tolerated if no one but they suffered but, 
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unfortunately, their actions also disturb and injure many indy. 
tries and business houses. The absence of stability, the secrg 
rates, rebates and other discriminatory practices have made jt 
impossible for either the seller or buyer of goods to know wher 
he stands or how to proceed with any feeling of certainty ang 
security.” 

Referring to the reestablishment of the intercoastal cop. 
ference recently Mr. Siedle said already there were rumblings 
of discontent among the members and “there are rumors afloat 
of some lines making secret overtures to certain shippers jp 
exchange for their tonnage.” 


Rebating 


The reference to rebating led Commission Smith, of the 
Shipping Board, to say that if there was any rebating going 
on the board would like to know about it. He said the boar 
did not know of any rebating going on. 

“Under the circumstances,” continued Mr. Siedle, “there 
seems to be nothing left to do other than choose the lesser of 
two evils and turn to government regulation.” 

The pending bill should be amended, he said, to require 
certificates of public convenience and necessity, to include ves. 
sels owned by industries and require them to conform with all 
the regulations governing common carriers, to provide for thirty 
days’ notice instead of ten for statutory changes in rates, and 
to provide for filing of complaints against rates by shippers, 

Mr. Siedle said the Pacific coastwise steamship lines had 
been indulging “in the same vicious practices as have the inter. 
coastal carriers,’ and that there was absolutely no need for 
the “ridiculously low rates and concessions which the Pacific 
coastwise lines are making.” Any regulation adopted for the 
intercoastal lines should be extended to the Pacific roastwise 
steamship lines, ne said. 

Herbert Buckley, vice-president and traffic manager of the 
A. C. Dutton Lumber Corporation, Poughkeepsie, N. Y., favored 
regulation to a greater degree than provided by the pending 
bill. His company engages in wholesale distribution of Pacific 
coast lumber products to the Atlantic seaboard. He said his 
company was in favor of Shipping Board control, provided 
proper consideration and action were given to the following 
fundamental factor: That the regulatory board be ordered by 
Congress to have the rates measure the relative cost, kind and 
value of service performed. He said if the law did not order 
that the rate measure the relative cost, kind and value of 
service performed, the rate could, as it had in the past, permit 
and allow one form of service much more detailed and costly 
than another without any higher compensation; the rate could 
be, as it had been in the past, discriminatory to the independent 
shipper and in favor of the industrial carriers; the rate could, as 
it had in the past, make it absolutely impossible for American 
shippers to meet British Columbia competition which ship in 
foreign bottoms at rates which reflect the cost and kind of 
service performed and the rates could, as they had in the past, 
make it absolutely impossible for shippers on intercoastal lines 
to meet competition of ‘shippers on American tramps where 
the tramp rate was based on cost and kind of service performed. 
He proposed an amendment to paragraph (1) of section 18 of 
the shipping act of 1916 to give effect to his recommendation, 
as follows: 


“That every common carrier by water, in interstate commerce 
shall establish, observe, and enforce just and reasonable rates, fares, 
charges, classifications, and tariffs, having due regard to the kind, 
cost and value of the service performed, and just and reasonable 
regulations and practices relating thereto, and to the issuance, form, 
and substance of tickets, receipts, and bills of lading, -the manner 
and method of presenting marking, packing and delivering property 
for transportation, the carrying of personal, sample, and excess bag- 
gage, the facilities for transportation and all other matters relating 
to or connected with the receiving, handling, transporting, storing, 
or delivering of property.”’ ; 

The above amendment, after the words, ‘‘charges, classifications 
and tariffs,’’ adds the following words, ‘Shaving due regard to the 
kind, cost and value of the service performed.”’ 


Mr. Buckley also urged such a definition of common carrier 
as to include so-called contract carriers and industrial carriers. 


Lumber Interests 


H. R. Duniway, Intercoastal Lumber Shippers’ Association, 
New York, opposed the bill, on the ground that it would not 
stabilize rates, a consummation desired by the interests for 
which he was speaking. He said the association would have 
liked to have supported the bill if it could have seen where it 
offered any promise of stabilization. His idea was that the ShiD- 
ping Board, being interested in collecting the money for which 
it had sold ships to intercoastal operators, would naturally be 
favorable to higher rates. He also feared the pending bill would 
be an entering wedge for other proposals. 


Frank Carnahan, Washington, D. C., traffic manager for 
lumbermen and retail lumber dealers in the east, favored legis- 
lation along the lines of the pending bill. Those with whom he 
was connected, he told the committee, had come to the conclu- 
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sion that nothing short of governmental regulation could solve 
the problems at which the bill was aimed. 

R. C. Fulbright, Washington, D. C., for the Southern Pine 
Association, supported the bill with suggestions of amendment. 
He advised against starting out with a broad measure. Instead 
he suggested a beginning with section 2 of this bill and a 
minimum rate power akin to that exercised by the Interstate 
Commerce Commission. Commenting on suggestions that it 
would be hard for vessels to publish their rates on account of 
the fact that there were many ports, not all served by any one 
line, Mr. Fulbright said there would be no trouble in publishing 
rates because there were big blanketed areas. 

Mr. Fulbright urged a defining of the words “unduly low 
rates.” He said the law should require the publication of a 
rate and the collection of that rate, as was the fact with rail- 
roads and their rates. 

It was not fair, Mr. Fulbright said, to allow a boat to be part 
common carrier and part not. His idea was that if a boat 
entered contracts with two or more to carry goods it should be 
subject to law as a common carrier. He proposed an amendment 
to the definition of a common carrier as follows: 


Where contracts are entered into with two or more persons for 
the carriage of partial lot cargoes upon a given vessel or a given 
yoyage in intercoastal commerce as defined in this act, such service 
shall be deemed to be that of a common carrier by water and sub- 
ject to the provisions hereof; provided, that the term person, as 
used in this section, shall include, as one person, affiliated companies 
under a common control, by stock ownership or otherwise. 


League Attitude 


Testimony given by Mr. Beek brought comment by Mr. 
Fulbright as to the attitude of the National Industrial Traffic 
League in this matter. Mr. Fulbright mentioned that Mr. Beek, 
in his testimony, referred to the action of the League in 1927, 
when, as he said, it opposed the minimum rate power. Condi- 
tions, Mr. Fulbright said, had changed since then. He said a 
stabilized rate structure was needed now, so that, among other 
things, the interior shipper could have the benefit of rates and 
the harbor facilities provided by the use of public money, his 
suggestion being that the facilities were not intended only for 
those at the ports. 

With regard to the recent vote of the executive committee 
of the League, Mr. Fulbright said he understood that only fif- 
teen members had voted on the subject of the League’s attitude, 
a relatively small number, he suggested, in a body composed 
of more than fifty members. But he said that what he was 
saying about the League was merely to show that there was 
a division in the League and not to blame Mr. Beek because 
no more had voted, the time in which the views were sought 
having been short. 

After outlining his ideas as to the minimum rate feature of 
the bill, Mr. Fulbright told members of the committee that he 
would put his ideas into writing as to what the bill should say 
on that subject for the benefit of the committee. He said he 
had just come to the city from Texas and had not had time to 
put down his thoughts on the subject. He agreed that in fixing 
minimum rates the regulating body should have in mind the 
character of the service. He emphasized the necessity of hav- 
ing the law require the publication of rates and the observation 
of the published rates. That requirement in the interstate com- 
merce law, he thought, was one of its powerful parts. The 
addition he suggested to the definition of a common carrier 
Was made in connection with discussion of things done by so- 
called industrial carriers and the supposed deleterious effects 
upon conference agreements among the interested lines. 

Rene F. Clerc, speaking for the port commissioners of New 
Orleans, said the port authorities were opposed to the bill un- 
less it was made to include industrial carriers within the scope 
of the proposed regulation. If the bill were so amended, he 
said the port authorities would support it. 

Thomas H. Shepard, Brookline, Mass., president of the 
Shepard Steamship Co., opposing the bill, said he feared the 
measure would be but the beginning of a system of regulation 
that would spread to such an extent that small lines would 
have to bear the expenses of men in Washington to watch 
their interests. His thought was that the recently renewed con- 
ference had stabilized rates. 

; J. W. Chapman, New York, vice-president of the Grace line, 
pointed out objections to the bill, one of which was that it left 
no place for the conference, which, to his mind, was necessary. 
Without a conference, it was his idea there could be no uni- 
formity of rates, which, in his estimation, was necessary to 
stability. The requirement that each line publish rates, he 
thought, would make uniformity impossible. The conference 
method, he thought was the best. In answer to questions by 
Senator Vandenberg as to why the conference of intercoastal 
carriers had broken down so often, Mr. Chapman said that that 
Was due to the after-the-war condition in which the large fact 
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was that the Shipping Board had sold tonnage at prices that 
did not represent near cost, on long time. 

Senator White interrogatively suggested that the conference 
was revived on account of the proposed legislation and that it 
would break up again if the effort to obtain regulation for the 
saving of the intercoastal ship lines from themselves were dis- 
continued. Mr. Chapman retorted that the conference was re- 
established before the bill was introduced. 

“I am perfectly clear in my mind,” said Senator Copeland, 
“that if it had not been the imminence of this legislation the 
conferences would not have been formed.” 

Threats of legislation and the Shipping Board, Senator 
Johnson suggested, had much to do with the setting up of the 
conference again. 

Mr. Franklin said he thought the legislation proposed had 
a great deal to do with the setting up of the conference. 

Robert H. Patchin, also a vice-president of the Grace line, 
said that he wanted to make it clear that that line was not op- 
posed to legislation but merely took the attitude that the legis- 
lation did not cover all the things it should cover. 

In answer to a question by Senator Johnson, Commissioner 
Smith, of the Shipping Board, said the definite purpose of the 
bill was to help the carriers by giving them the right to apply 
for minimum rates. Chairman O’Connor said the Shipping 
Board wanted to see something done to save the intercoastal 
carriers from themselves. 

The hearing was closed with the testimony given on the 
one day. 

“Our basis for opposing this legislation is that no maritime 
nation undertakes to regulate the rates of its coastwise ship- 
ping,” said Mr. Chandler in a brief filed with the committee in 
opposition to regulation of intercoastal carriers. ‘We do not 
believe that any restriction should be put upon our merchant 
marine that would in any way handicap it in meeting competi- 
tion either domestic or foreign.” 

Mr. Chandler said the conference agreement was the 
sensible way to settle the intercoastal difficulties. He said there 
was no more reason why the federal government should step 
in and regulate rates of the intercoastal lines than there would 
be for interfering with any other line of business where the 
principles were at loggerheads, except that the Shipping Board 
had by its action allowed vessels it sold to go into this trade, 
when the lines already in it were amply able to take care of 
all the freight offered. 

“Regulation has never in our experience resulted in lower 
transportation costs,” said Mr. Chandler, who had previously 
asserted that the regulation of railroad rates had resulted in 
charges so high that the shippers had found it advantageous 
to use motor trucks. 

The brief was filed by Mr. Chandler on behalf of the Ship- 
pers’ Conference of Greater New York, the National Industrial 
Traffic League and the Boston Chamber of Commerce. 


OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


In spite of a long list of fixtures in the last few days, 
freight brokers’ reviews of the full cargo market reflect little 
optimism for an improvement in rates in the near future. Grain 
igs moving in good volume, but there is plenty of tonnage avail- 
able and rates from Montreal to Antwerp-Rotterdam continue 
to hold their low level of an 8c basis. Most of the steamers 
fixed were for French option with the indication that they were 
intended for France. 

The first fixture of a coal cargo for a transatlantic destina- 
tion in many months has recently been reported—that of a 
steamer from Baltimore to Alexandria for late April or early 
May loading. Fixtures of any kind have been rare in the coal 
trade in the last few months and the foregoing commitment 
and another from Hampton Roads to Santos for April-May 
loading at $2.20 have caused freight brokers to feel somewhat 
better about this division of the market, although the rates 
offer little encouragement. 

Chartering of transatlantic sugar cargoes has slackened 
considerably in the last few days. One recent fixture was 
that of a Swedish steamer from Cuba to United Kingdom- 
Continent on the basis of 15s with option of Gothenburg at 
16s 3d for May loading. 

The time charter trade has also shown less activity, what 
there was being confined mainly to the West Indies trade. The 
tankers division has seen fair activity with a number of fixtures 
from the Gulf to United Kingdom and two fixtures from Cali- 
fornia to Japan. A lumber fixture also made its appearance, 
that of a small Danish steamer from the Gulf to United King- 
dom-Continent, with pitch pine for April. 

The Baltimore Mail Line has been admitted to membership 
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in the North Atlantic French Atlantic Freight Conference. The 
Conference membership now includes all the lines operating 
regular service between North Atlantic ports of the United 
States and Canada and French Atlantic ports. 

Though the Houston Line has announced that it will have 
two sailings from New York to the River Plate in May, no 
rates are being quoted at present for either the May 3 or May 
18 sailing and no information has been obtained as to frequency 
of future sailings. It was reported recently that the line in- 
tended to withdraw from the River Plate Conference and the 
present inference is that the service will be operated on a non- 
conference basis unless the scale of differentials now in effect 
between passenger and freight steamers is revised. Thirty 
days’ notice is required for withdrawal under the conference 
rules and as the report of the Houston Line’s contemplated 
withdrawal came about the first of April it is likely to be effec- 
tive about May 1. 

The committee on harbor and shipping of the New York 
Board of Trade gave its approval of the Johnson bill, provid- 
ing for the regulation of intercoastal steamship rates by the 
United States Shipping Board, in a report presented at the 
luncheon meeting of the board April 13. The report said the 
bill in its present form seemed to provide for the minimum 
of regulation and would stop rate wars between the carriers 
and be of benefit to the shippers in making certain the trans- 
portation rates from one point to another. Many objection- 
able features present in the bill in its original form had been 
eliminated, the report added. H. R. bill 9390, which would 
place every common carrier under the jurisdiction of the I. C. C., 
was opposed, but regulation of waterborne commerce over in- 
land waterways by the Commission and intercoastal commerce 
by the Shipping Board was favored. 

It is understood that the Barber Steamship Lines are inter- 
ested in purchasing the fleet of seven freight ships which have 
been operated in the intercoastal trade by the Dimon Steamship 
Corporation and that definite inquiries have been made by the 
Barber interests concerning the deal. It is indicated that if 
the sale were consummated the vessels would be operated in 
the intercoastal run. Irving Rossi, New York banker and former 
partner in Harriman & Co., is reported to have gone to Wash- 
ington by plane to discuss with Chairman T. V. O‘Connor of 
the Shipping Board a plan to take over the ships. Mr. Rossi 
announced recently that he was interested in making a firm 
offer for the Dimon Line fleet with the intention of operating 
them in the intercoastal trade. Some of the other intercoastal 
lines are said to have made protest to the board against the 
sale if the vessels are to be used in intercoastal service because 
of the already overtonnaged condition prevailing. 

Traffic departments of the American Mail Line and the 
Pacific Steamship Co. (Admiral Line) have been consolidated 
as a measure of economy. Elimination of duplication of offices 
and organizations in Portland and Seattle will be of the first 
results. A. F. Haines, vice-president of the two companies, is 
to have charge of the combined coastwise and far east traffic 
operations of the two companies in Washington, Oregon, British 
Columbia and Alaska. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 have been approved by the 
Shipping Board: 





1809—Osaka Shosen Kaisha with Hamburg-American Line and 
North German Lloyd: Agreement covers through movement of ship- 
ments from east and west coast of Central America, the West Indies 
and Maracaibo to east coast of the United States, with transhipment 
at Cristobal or Balboa, Canal Zone. Through rates are to be same as 
prevaling rates in the trade at time shipments move. Cost of tran- 
shipment is to be absorbed by the carriers. 

18983—Panama Pacific Line with Bristol City Lines of Steamers: 
Agreement covers shipments of canned goods, dried fruit, apricot 
kernels and honey from United States Pacific coast loading ports of 
Panama Pacific Line to Bristol and other Bristol Channel ports served 
by Bristol City Line. Through rates are to be based on direct line 
rates and apportioned equally between the carriers, each of which 
is to absorb one-half the cost of transhipment at New York. The 
agreement may be terminated upon notice by either party. 

1901—Panama Pacific Line with American Scantic Line, Inc.: 
Agreement covers through shipments of canned goods, dried fruit, 
apricot kernels and honey from United States Pacific coast loading 
ports of Panama Pacific Line to Gdynia and to Copenhagen, Stock- 
holm, Helsingfors and other Scandinavian ports served by American 
Scantic Line. Through rates, which are to be based on direct line 
rates, and cost of transhipment at New York are to be apportioned 
equally between the lines. The agreement may be terminated by 
either party upon notice to the other. 

1833—Dollar Steamship Lines, Inc., Ltd., with Inter-Island Steam 
Navigation Company, Ltd.: Agreement covers through shipments 
from Hongkong, Shanghai, Kobe and Yokohama to Hawaiian out- 
ports, with transhipment at Honolulu. Through rates on traffic moving 
under the agreement are to be the prevailing rates at time shipments 
move. The agreement may be cancelled by either party upon thirty 
days’ written notice. 

1887—Panama Pacific Line with Spanish Transatlantic Line: 
Agreement provides for through shipments of dried fruit and canned 
goods, including fish, from United States Pacific coast loading ports 
of Panama Pacific Line to Cadiz, Barcelonia, Gyon, Vigo and Bilbao, 
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Spain, with transhipment at New York. Through rates are to be Base 
on direct line rates and ro equally between the lines, each 
of which is to absorb one-half of the cost of transhipment. The agree. 
ment may be terminated by either party upon notice to the othe 
_ 1885—Grace Line-Panama Mail Service with American & Inj, 
Line (Ellerman & Bucknall Steamship Company, Ltd.): Agreemen, 
covers shipments of canned goods and dried fruit from United State, 
Pacific coast ports of call of Grace Line-Panama Mail Service t, 
Alexandria, Port Said, Suez, Aden and Port Sudan. Through Tate, 
which are to be prepaid at point of shipment, are to be the Current 
rates prevailing at time of shipment. On all shipments transfe 
charges at New York are to be absorbed by the intercoasta] car. 
rier out of its proportions of the through rates. 
_ 1897—Panama Pacific Line with the Export Steamship Corpora. 
tion (American Export Lines): Agreement covers through shipments 
of canned fish, canned goods and dried fruit from U. S. Pacific Coast 
ports to designated Mediterranean and Black Sea ports. The through 
rates which are to be based on direct line rates will be divided 5 
per cent to each carrier and cost of transfer at New York is to be 
assumed by the carriers in the same proportion. 
1903—American Hampton Roads Line with Cunard Steamshj, 
Company, Ltd.: An agreement whereby the lines propose to arrange 
sailings of their respective vessels from North Atlantic ports (except 
New York) to London, in order to avoid overlapping and/or duplicatig, 
of sailings and to provide a greater regularity of service. The agre. 
ment is to remain in force through July 6, 1932, and is to continy 
indefinitely thereafter subject to cancellation by either party up 
thirty days’ written notice. ; 
_ 1904—McCormick Steamship Company with Baltimore Mail Steam. 
ship Company: Agreement for the handling of general cargo fron 
United States Pacific coast ports to Hamburg and in the revery 
direction. Through rates are to be those of direct lines and are ty 
be divided equally subject to a minimum proportion accruing to th 
McCormick Steamship Company. Cost of transfer at Baltimore js 
to be borne equally by the lines, Either line is to have the right 
upon notice to the other, to decline to handle any particular move. 
ment of freight except on some special basis as may be agreed upon, 
No action is to be taken under or pursuant to the agreement which 
is violative of any of the regulatory provisions of the shipping act, 
1907—Detroit and Cleveland Navigation Company with Cadilla 
Cartage Company: Agreement covers arrangement for use by Cadil- 
lac Cartage Company of such space in the warehouses of the Detroit 
and Cleveland Navigation Company at Cleveland and Detroit as may 
be necessary to accommodate shipments tendered to the carrier by 
the cartage company, and freight transported by the carrier for 
delivery to the cartage company. Use of space in the carrier’s ware- 
houses is to be subject to the supervision and regulation of the carrier 
and is to be such as not in any way to interfere with the use of the 
warehouses by the carrier in handling other shipments. The agree- 
ment may be terminated by either party upon 15 days’ written notice, 
1912—Luckenbach Gulf Steamship Company, ulf Pacific Line 
and Gulf Pacific Mail Line, Ltd.: The agreement provides for opera- 
tion by Luckenbach Gulf Steamship Co. and Gulf Pacific Line of an 
equal number of vessels between Pacific coast ports and Gulf ports 
specified in the agreement and alternation of sailings to equaliz 
the interval between successive departures and arrivals of vessels. 


Modification of Agreement 


This modification to Conference Agreement 79-79-1 establishes the 
Pacific Coastwise Conference in the trade between Pacific Coast ports 
of the United States and between such ports and ports in British 
Columbia. The revised agreement rescinds any provisions of the 
existing agreement which are inconsistent therewith and specifically 
limits the scope of the conference to traffic between ports on the 
Pacific Coast of the United States. 


PANAMA RAILROAD S. S. SERVICE 


Governor Harry Burgess, of the Panama Canal, who has 
been in Washington in connection with the proposals made by 
the commercial steamship lines that the Panama Railroad dis- 
continue its steamship service between New York and the 
Canal Zone to give correct information as to the service, said 
it had been repeatedly stated that the Panama steamship serv 
ice was operating at a loss to the government whereas it was 
actually operating at a small profit. 

As an illustration of the extent of misinformation concern: 
ing this subject, the governor said, he referred to a prominent 
representative of the American Steamship Owners’ Association 
who recently announced that discontinuance of the line would 
produce an annual saving of $2,000,000. Congress appropriates 
no money for the line, said he, and its discontinuance would not 
result in a saving but in additional cost to the United States or 
to the canal employes of several hundred thousand dollars. 
Continuing, he said: 

























It is understood, of course, that as a broad principle of govern- 
ment it may be decided that the Panama Railroad Steamship Line 
should be discontinued; but such discontinuance should not be based 
on the idea that economy to the United States is being produced, 
but on the principle that even though it costs the United States 
several hundred thousand dollars more per year for operating the 
Canal without these steamships, it is nevertheless advisable not to 
continue the line in competition with the subsidized steamships. 
However, before any change is made in the system of operating the 
Panama Canal, which has existed since the beginning of construction 
on that great enterprise, a complete investigation on the isthmus 
should be undertaken by the committees of Congress charged with 
legislative control édver the canal. After a careful investigation on 
the spot, the committees will be able to determine all of the incon- 
veniences and additional costs which would result from the propose 
discontinuance and be able to make recommendations to Congress 
as to what additional appropriations should be made as a result of 
the discontinuance of the Panama Railroad Steamship Line. 


SHIP LOAN MORATORIUM 


The House committee on merchant marine and fisheries 
has approved the Lehlbach resolution in amended form to av- 
thorize the Shipping Board to permit deferment of payments 
on loans for construction of ships for not more than three years. 
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MERCHANT MARINE INQUIRY 
The Trafic World Washington Bureau 


Further inquiry into the reorganization of the United States 
Lines which resulted in the International Mercantile Marine- 
Roosevelt-Dawson-Dollar group obtaining control of the lines 
was made by the House committee on merchant marine, radio 
and fisheries this week when it resumed hearings in its general 
inquiry into the merchant marine situation. 

Joseph E. Sheedy, who was executive vice-president of 
United States Lines, Inc., when it was controlled by Paul W. 
Chapman, who bought the lines from the Shipping Board several 
years ago for approximately $16,000,000, attacked the reorgani- 
zation Which he charged resulted in Mr. Chapman being 
“eychered” out of the company and credited Chairman O’Connor 
and Commissioner Cone, of the Shipping Board, with having 
participated in action that resulted in Mr. Sheedy being elim- 
inated from the picture. 

Mr. Sheedy made a plea for 5,000 stockholders of United 
States Lines, Inc., the Chapman Company, and indicated he felt 
the government, because of the attitude of the Shipping Board 
with reference to the reorganization, should do something for 
them. He related how he had interested Mr. Chapman in the 
proposal to acquire the United States Lines; how Chapman paid 
$8,400,000 for 600,000 shares of preferred stock of United States 
Lines, Inc., or $14 a share, with which went 1,000,000 shares of 
common stock; how the preferred stock was sold to the public 
around $16 or $17 a share; how he (Sheedy) for his organization 
services received 85,000 shares of common stock of United 
States Lines, Inc., from Mr. Chapman and how he bought 1,000 
shares of the preferred stock at 18% a share. In round num- 
bers, he explained, the board received $4,000,000 in cash for 
the lines from Chapman and a mortgage for $12,000,000 was 
taken for the balance of the purchase price. Altogether the 
Chapman interests paid the board about $5,000,000 before the 
reorganization, he said. 

Though reluctant to reply to questions as to his compensa- 
tion from the United States Lines, Inc., as executive of the 
company, on the ground that that was of a personal nature, Mr. 
Sheedy said that, under his agreement with Mr. Chapman, his 
salary was $60,000 a year for the first two years and was to 
be $75,000 a year thereafter. 

Stockholders of the United States Lines, Inc., paid in about 
$10,400,000, said Mr. Sheedy. Under the reorganization that 
resulted in the shipping group referred to getting control of 
the lines, the new company, the United States Lines of Nevada, 
gave a three-year non-interest bearing note for $3,170,000 to 
the board for its interest in the lines. Stockholders in the old 
company received junior preferred stock in the new company, 
he said. 

Mr. Sheedy said it had been a matter of common report 
that in a few months the I. M. M. would have the United States 
Lines’ fleet in the period after the Chapman interests had 
acquired the lines. 


In effect, Mr. Sheedy charged that the action of the Shipping 
Board in connection with the reorganization of the United 
States Lines not only was not fair to the stockholders of United 
States Lines, Inc., but was not in the interest of building up 
an American merchant marine. He charged further that a 
constant fight was made against the effort to make the operation 
of the United States Lines a success. He contended that the 
Shipping Board, under the contract of sale with United States 
Lines, Inc., the Chapman Company, could have aided the com- 
Pany by granting a moratorium to it on its indebtedness to the 
board and that the company then could have carried on. 


Mr. Chapman told the committee, when he appeared before 
it April 14 to answer charges that his interest in the United 
States Lines was in the nature of a stock-jobbng proposition, 
that Mr. Sheedy had been able to interest him in the lines 
because he wished to do something toward developing the Amer- 
ican merchant marine. He said he had told the Shipping Board 
that he could acquire the lines wholly or sell stock to the public 
at large and that it was decided the latter course was best in 
order to get the American people interested in the development 
of the merchant marine. 


More detailed explanation was made by Mr. Chapman as 
to the stock transactions than was made the preceding day by 
Mr. Sheedy. He said the 600,000 shares of preferred stock, for 
Which he paid $14 a share, was offered for sale to the public 
through some forty-odd dealers and that he received $16 a 
share for the stock taken by the dealers. About 300,000 shares 
were sold, Chapman at no time having fewer than 275,000 
shares of the preferred stock. The stock went as high as 205% 
before the stock market crash. In the fall of 1929 Mr. Chap- 
Man said he began buying all preferred stock offered and con- 
tinued doing so up to late spring in 1930, at prices quoted prior 
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to the depression, and that to persons who had bought stock on 
the partial payment plan he had voluntarily refunded $4 a 
share. The cost of handling the sale of the preferred stock to 
P. W. Chapman & Co., he said, was $1.78 a share, and the 
final cost was $3.10 due to the fact that only a part of the 
entire issue was sold. He said the Chapman Company had had 
an entire loss of more than $1,000,000 as the result of having 
handled the United States Lines stock. He told these things 
to the committee, as he said, to show that charges as to a stock- 
jobbing scheme were not true. 

Mr. Chapman said he had received no salary or compensa- 
tion whatever from the United States Lines, Inc., of which he 
was president. 

The committee then inquired into the reasons for the dis- 
missal of Mr. Sheedy as the executive manager of the lines. 
Mr. Chapman said he dismissed Mr. Sheedy because he was 
given to understand that the management of the lines had to 
be changed and that while Mr. Sheedy was not called by name 
he was the management. He said every member of the Ship- 
ping Board felt that the management should be changed. 

Secretary of Commerce Lamont, Mr. Chapman said, also told 
him the management had to be changed because operating and 
overhead costs were too high. Asked what Mr. Lamont had to 
do with the matter, Mr. Chapman explained he was a member of 
President Hoover’s marine committee on the government’s ship- 
ping policies. He did not know why it was desired that Mr. 
Sheedy be put out but said in some instances it might have 
been a personal matter. He said he understood he had to get 
rid of Sheedy. 

Chairman O’Connor denied he had ever asked Mr. Chapman 
to get rid of Sheedy or even change the management of the 
United States Lines. Mr. Chapman agreed the chairman had 
never mentioned Sheedy but his recollection was that the chair- 
man had said the management had to be changed. Mr. O’Con- 
nor vehemently denied that. 

Asked about the “administration” opposition to the enter- 
prise under his ownership, Mr. Chapman disavowed having 
any knowledge as to President Hoover being against him but 
he said he felt from the beginning he was not wanted in the 
steamship business. He obtained some encouragement from 
members of the Shipping Board but none from those in the 
shipping business. He thought the reasons for the treatment 
accorded him was that he had no politics, that foreign interests 
were against him because they did not want the United States 
to have a merchant marine and that “Franklin” interests were 
against him. Foreign shipping interest propaganda against him 
was effective, he contended, intimating that this propaganda 
had fallen on fertile soil in the fight that was being made to 
dislodge him. 

As to the control of stock of the United States Lines of 
Nevada, the successor of the Chapman Company, Mr. Chapman 
did not know what the extent of the control of the Interna- 
tional Mercantile Marine, which operates ships under the British 
flag, was. Reference was made to testimony theretofore that the 
I. M. M. had a 50 per cent interest in the new company. 

Talk about foreign shipping interests led Chairman Davis, 
of the committee to say that lobbyists for those interests were 
at the Capitol, and that one of them even had the nerve to come 
in to see him to protest against a bill drawn in the interest 
of the American merchant marine. He said these lobbyists 
seemed to have more influence than Americans. He said lines 
with foreign affiliations obtained more favorable mail contracts 
than other lines. 

Mr. Chapman said one of his purposes was to prevent the 
I. M. M. obtaining control of the United States Lines and that 
in the negotiations leading up to the reorganization he thought 
he was dealing with the Dawson and Dollar shipping interests. 
He said the suggestion that the I. M. M. be brought in came 
from the Shipping Board. 

Postmaster General Brown, said Mr. Chapman, had accused 
him of stock-jobbing in connection with the United States Lines. 
Questioned about the stock prospectus, which contained infor- 
mation and statistics that led some to charge that there was a 
stock-jobbing proposition involved, Mr. Chapman said it was 
submitted to the Shipping Board before it was made public. 


SUSPENSION OF SHIPPING LINES 


Suspension for one year of all shipping lines operated on 
account of the Shipping Board has been tentatively proposed 
in conferences held at the White House between President 
Hoover and other administration representatives and members 
of the economy committee of the House of Representatives, 
which has been endeavoring to find ways and means of reduc- 
ing federal expenditures. It was estimated that $7,500,000 could 
be saved by suspending operation of the board’s shipping lines. 

Senator Fletcher, of Florida, put in the Congressional 
Record of April 12 a letter from Hardin B. Arledge, of Wash- 
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ington, D. C., protesting against suspension of operation of Ship- 
ping Board lines as an economy measure. He said the esti- 
mate of a saving of $7,500,000 was excessive. 

“This idea,” continued he, “unquestionably originated in 
the Commerce Department and, of course, contemplates the 
actual scrapping of the lines. How could anyone suspend a 
transportation service for one year and successfully reestablish 
it after foreign lines had entrenched themselves in the trade? 
It would be little short of a crime to scrap any service after the 
government has spent millions to develop it. 

“We all believe in rigid curtailment in these times, but 
we surely cannot call it economic or sound to spend a lot of 
money building up our steamship services and then suddenly 
discontinue them. 

“We have four Shipping Board lines in the Gulf and we 
are working on a plan to immediately consolidate these into 
one combination at a most substantial saving to the govern- 
ment.” 

Curtailment—not scrapping—is the solution, contends Mr. 
Arledge. 

Senator Fletcher also put in the Record a letter from Mr. 
Arledge objecting to President Hoover’s recommendations for 
reorganization of the Shipping Board as set forth in his state- 
ment recently. (See Traffic World, April 9, p. 775.) In order 
to effect some reorganization and economy speedily and con- 
structively the President should advocate the sale of the re- 
maining seven or eight Shipping Board lines, which are essen- 
tial, with mail contracts, accofding to Mr. Arledge. That, said 
he, would result in an actual saving of money to the govern- 
ment, place the lines on a permanent basis, and leave the 
Shipping Board only its regulatory duties and the administration 
of the construction loan fund. 


PORT OF PORTLAND, ORE. 


Portland, Ore., is a splendid example of a successful port at 
an inland point formerly inaccessible to deep draft vessels, says 
a new port book entitled “The Port of Portland, Ore., prepared 
by the Board of Engineers for Rivers and Harbors of the War 
Department and the Bureau of Operations of the Shipping Board. 

Portland, according to the book, is the leading wheat and 
lumber exporting port of the Pacific coast. Continuing, a sum- 
mary issued by the War Department, follows: 


This fact is due in a large measure to the favorable rail rates 
applicable from the wheat producing districts of the great Columbia 
Basin, the increasing tendency to ship western grain through Pacific 
coast ports, and the port’s proximity to the heaviest remaining timber 
stands in the United States. Because of these favorable factors the 
port can safely count on continued heavy tonnages for a considerable 
poe | in the future while it is building up a more extensive through 
traffic. 

An analysis of the commerce for the 9-year period from 1922 to 
1930, inclusive, shows that there was an annual average movement 
through the port of 8,195,312 short tons. Of this amount the foreign 
commerce constituted a little over 18 per cent and the domestic 
commerce slightly less than 82 per cent of the total port tonnage. 
The principal item in the import traffic during the period was copra, 
which comprised a little over one-fourth of the total. Wheat, the 
chief article of export, averaged 666,843 tons per annum, almost 
one-half of the total exports, while forest products, with an average 
of 520,905 tons per annum, was next in importance. In the domestic 
trade petroleum and products made up over three-fourths of the total 
coastwise receipts; forest products almost one-half of the total coast- 
wise shipments; and logs and piling over 55 per cent of the internal 
traffic, or an average annual movement of 2,047,269 short tons. 

With respect to the water, land and air transportation systems 
serving the port and city, the new publication shows that there are 
55 steamship lines, exclusive of lumber and oil carriers, 4 trunk line 
railroads as well as 3 local railroads, and 3 commercial air lines. The 
steamship lines furnish regular service to the Far East, Australia, 
South Africa, South America, Hawaii, Mexico and Caribbean and 
European ports, as well as to coastwise and intercoastal ports. The 
trunk line railroads, together with their eastern connections, form 
important transcontinental routes, while the commercial air lines 
offer daily passenger, express and mail service to other Pacific coast 
cities where connections are made with transcontinental lines. 

According to the new port book, Portland has some 77 piers, 
wharves and docks, situated along 27 miles of water front. Three 
of these are public terminal developments which are owned by the 
city and operated by the commission of public docks. An important 
adjunct to one of these terminals is a public grain elevator which 
has a total storage capacity of 2,053,800 bushels. The large dry 
docks, owned and operated by the Port of Portland Commission, have 
a maximum capacity of 15,000 tons and accommodate vessels up to 
525 feet in length. 


CASE OIL TO SOUTH AFRICA 


In its brief in No. 72, The Atlantic Refining Co. vs. Eller- 
man & Bucknall Steamship Co., Ltd., the complainant says to 
the Shipping Board, the body before which the complaint is 
pending, that the simple thing in this case would be to ask the 
board to disapprove the South African Steamship Conference, 
force the lines in it apart into separate competing units and 
thus give the complainant and the port of Philadelphia the 
benefit of rate parity. The case in which that suggestion is 
made is the one in which the Atlantic Refining Co. alleges 
that the conference lines compel it to pay rates from Phila- 
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delphia to South African ports, on petroleum case goods, chiefly 
gasoline, kerosene and lubricating oils, which are unduly prejy. 
dicial to it and unduly preferential of the Vacuum Oil Co,, jt; 
competitor, shipping from New York to the same destinations 
The rates complained of, the Atlantic says, are about 20 Der 
cent higher than those from New York, for a difference 9 
about one per cent in distance. 

The Atlantic, however, says it has been reluctant to insig 
on so drastic a measure of relief, when, as it believes, the 
respondents, acting as a conference, are clearly bound by the 
requirements of the shipping act to remove discrimination whic, 
they are practicing against it in charging a higher rate frop 
Philadelphia and New York than they are contemporaneously 
charging the Vacuum from New York on the same commoi. 
ities to the same destinations. Instead of asking for a diggo. 
lution of the conference the Atlantic merely asks for the re 
moval of the undue prejudices and discrimination against not 
only itself but against the port of Philadelphia itself. 

In its brief signed by John H. Stone, J. Barton Retteyw, 
C. C. McChord, R. Granville Curry and Frederick M. Dolan, the 
Atlantic asserts that the case is not merely a rate case because 
it involves the question of the rights of the port of Philadelphia, 
They comment at some length on the attitude of the British 
lines, members of the conference. 

“The British concepts of government regulation,” says the 
brief, “are different in many respects from those applying in 
this country and full appreciation of the spirit and genius of 
our institutions may well be lacking in those who seek to 
operate ther lines from the distant city of London. It is not an 
unheard of fact that mistakes may result from British absentee 
landlordism, no matter how good the motive may be. 

“The only respondent that is not a British line is the 
American South African Line, Inc., which has been heavily 
subsidized by the United States government through favorable 
mail contracts. Apparently, however, this company has been 
blind to its responsibilities in respect to the Atlantic and the 
port of Philadelphia and has acquiesced in the control by the 
British lines which has operated so injuriously against these 
interests.” 


CLAIMS AGAINST SHIPPING BOARD 


The House committee on the judiciary has favorably re 
ported H. R. 7238, with an amendment, a bill to amend section 
5 of the suits in admiralty act, approved March 9, 1920. The 
bill, according to the committee report, will afford relief to 
claimants against the Shipping Board, made necessary by mis. 
understanding as to procedure under the suits in admiralty act. 

In general, the committee said, there were two types of 
cases involved—claims for personal injury to seamen and claims 
for loss or damage to cargo on board Fleet Corporation vessels. 

“It is the purpose of this bill,” said the committee, “to enable 
those parties who actually brought suit before January 6, 1930, 
and within the statutory period of limitation but not within the 
time fixed by the admiralty act, or those who brought suit 
within the time fixed by the admiralty act, but in the wrong 
court,. to be given their day in court on the merits and within 
the terms of the admiralty act.” 

Judgments, as the result of the passage of the bill, said the 
committee, it was estimated, would not exceed $1,500,000, and 
the Fleet Corporation has in its insurance fund approximately 
$3,400,000 with which to pay claims involved in the bill. 


SHIP CONSTRUCTION LOANS 


In approving a provision in the independent offices appro- 
priation bill increasing from $185,000,000 to $250,000,000 the limit 
on loans from the ship construction loan fund administered by 
the Shipping Board, the House agreed to an amendment offered 
by Representative LaGuardia, of New York, providing that none 
of the money appropriated by the bill “shall be used to make 
loans to any corporation with which the Postmaster General has 
made a contract for the carrying of mail under the provisions 
of the merchant marine act of 1928 which contract has not been 
approved by the Comptroller General.” 

An effort by Representative LaGuardia to obtain a reduc- 
tion in the appropriation for the Shipping Board’s sea service 
bureau, which assists in employing American seamen, was Un- 
successful. 





IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved an allotment of 
$110,000 for the intracoastal waterway from Cape Fear River, 
N. C., to Winyah Bay, S. C. The project calls for a waterway 
8 feet deep at mean low water, with a bottom width of 75 
feet, a distance of 94.5 miles. Dredging is how in progress and 
the money is for continuation of that work. 

Testimony in support of the project for improvement of 
that part of the intracoastal waterway from Choctawhatchee 
Bay to West Bay, Fla., was given by Major-General Lytle Brown, 
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chief of engineers of the army, and other witnesses before the 
House committee on rivers and harbors April 13. The esti- 
mated cost is $1,770,000, with $10,000 annually for maintenance. 

An allotment of $41,000 for dredging the channel in the 
west outer harbor of Oswego Harbor, N. Y., has been approved 
py the Secretary of War. 


BOARD DISMISSES CASE 
On complainant’s petition the Shipping Board has dismissed 
the proceeding in No. 75, Lesem Bach & Co. vs. International 
Mercantile Marine Co. et al., in which attack was made on rates 
on linen goods from Antwerp to New York. The board said 
the dispute had been voluntarily adjusted. 


SEA SAFETY BILL 
Representative Sirovich, of New York, has introduced H. R. 
11335, a bill requiring ships at sea to be equipped with a radio 
direction finder approved by the radio division of the Depart- 
ment of Commerce. 


SHIPMENTS TO CANAL ZONE PORTS 


For the declared purpose of preventing smuggling, loss in 
consular fees and to encourage the use of bonded warehouses 
situated in the republic, the government of Panama, in an execu- 
tive decree effective May 15, 1932, will require double import 
duties and consular fees to be paid on merchandise that had 
been consigned to the ports of Balboa and Cristobal “for orders” 
when this merchandise later enters the Republic of Panama, 
according to a radiogram to the Department of Commerce from 
Assistant Trade Commissioner A. Cyril Crilley, Panama. 


FREE COMMUNICATION BILL 


Chairman Rayburn, of the House committee on interstate 
and foreign commerce, has introduced H. R. 11247, a bill to 
amend paragraph 7 of section 1 of the interstate commerce 
act, to permit radio communication companies to extend the 
courtesy of free communication to officers and men at sea. 


VIRGIN ISLANDS AND COASTWISE LAWS 


Action on a bill (S. 3950) to exempt the Virgin Islands of 
the United States from the provisions of the coastwise laws 
of the United States until there are American ships sufficient 
to take care of the island’s trade was held up in the Senate 
this week on account of objection of Senator McKellar, of 
Tennessee, who said he wished to be sure that passage of the 
bill would not result in a mail subsidy being accorded some 
line, as had been done in the case of one line running from 
New York to Balboa in the canal zone. 


MANNING OF GREAT LAKES VESSELS 


Representative Sweeney, of Ohio, has introduced H. R. 
11291, a bill providing that any vessel of one thousand gross 
tons or over, navigating the Great Lakes or tributary waters, 
shall have in her service and_on board three duly licensed pilots 
exclusive of the master, who shall stand in watches while such 
vessel is being navigated and every such vessel of one hundred 
gross tons and less than one thousand gross tons shall have in 
her service and on board two duly licnesed pilots exclusive of 
the master. 


ILLINOIS WATERWAY BRIDGES 


Secretary of War Hurley has signed notices to the Chicago, 
Rock Island & Pacific, Elgin, Joliet & Eastern, Kankakee & 
Seneca, C. C. C. & St. L., New York Central, Chicago, Burling- 
ton & Quincy and to the director, department of purchases and 
construction, division of waterways, state of Illinois, to alter 
bridges over the Illinois waterway not later than March 1, 1933, 
so as to render navigation through or under them reasonably 
free, easy and unobstructed. 





BARGE-AND-RAIL SUGAR RATES 


Major General T. Q. Ashburn, executive of the government 
barge line, and attorneys for that transportation company, have 
decided, according to the general, to ask the entire Commission 
to reconsider the decisions of division 2, in I. and S. No. 3534, 
cancellation of rates on sugar via barge routes from New Or- 
leans and certain contiguous points and Mobile, Ala., to the 
southeast, and No. 23836, Savannah Sugar Refining Corporation 
vs. Inland Waterways Corporation et al. (See Traffic World, 
April 9, p. 765.) 

The effect of the decision, in the suspension proceeding, is 
to require the barge line, on sugar held in storage beyond the 
usual time, to impose the all-rail rates instead of the barge-and- 
rail rates, against which the railroads made objection and the 
complainant in the formal docket proceeding alleged undue 
hacen” The barge line considers the decision as against its 
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BONDS FOR WATERWAYS 
The Trafic World Washington Bureau 


Major-General Lytle Brown, chief of engineers of the army, 
in charge of river and harbor work, submitted to questioning 
April 9 at a further hearing on the Shipstead half-a-billion- 
dollar waterway bond bill, as to how rapidly waterway improve- 
ments could be pushed if the money were made available. He 
did not take a position on the bill, holding that that was a 
matter for Congress to determine. 

Representative Maas, of Minnesota, charged in effect that 
President Hoover and administration officials were opposing 
the Shipstead bill and raised the question as to whether the 
President had gone back on his utterances in recent years in 
favor of waterway improvement. Senator Vandenberg, of 
Michigan, took exception to the line of argument made by the 
Minnesota congressman but finally told him to go ahead and 
make his “speech.” 

Senator Shipstead put in the record messages from Winona, 
Minn., for and against the bill. Senator Nye, chairman of the 
subcommittee of the Senate commerce committee handling the 
bill, put in the record a telegram from a Winona resident in 
opposition to the bill and telegrams from the mayor and city 
council of Minneapolis and others of Minneapolis in favor of 
the bill. 

In answer to questions by Senator Nye, General Brown said 
the total estimated cost of all authorized river and harbor 
projects was $431,000,000 and that it was estimated that the 
work could be completed in eight years, on the basis the work 
was being done now. Of the total of $431,000,000, he said about 
$215,000,000 had been fully authorized by Congress, while as 
to the projects estimated to cost about $216,000,000, the full 
amount necessary for completion had not been authorized. 

Senator Nye said the bill contemplated that the authorized 
work would be completed in five years and asked whether it 
would be physically possible to do that. General Brown said 
five years was the minimum time if the time for getting things 
started were included but that with the work in full swing it 
could be done in five years. 

As to how much of the expenditures would go to labor in 
wages, the General estimated not less than 30 nor more than 
50 per cent would go to labor, directly and indirectly. 

General Brown said the engineers could step up their ac- 
tivities to any degree desired and that the only limitation was 
the construction forces in the country available for the work. 
At this time, he said, there would be no such limitation because 
of the desire for work. He did not think there would be any 
wastefulness as the result of a speeding up program. Work was 
being done now at costs Gonsiderably under estimates, he said. 
He believed work could be put under way at the rate of $150,- 
000,000 a year. 

Senator Vandenberg raised a question as to the bill remov- 
ing existing checks on improvements and expenditures there- 
for, contending that, under it, projects adopted by Congress in 
the face of unfavorable reports by the army engineers, would 
be carried out with funds from the sale of bonds. The final 
check of Congress finally deciding whether it would appropriate 
money would be removed, he contended. 


Senator Shipstead said the only change proposed was the 
method of financing the work—that instead of having annual 
appropriations made as current expenses it was proposed to 
finance the work with the sale of bonds, as fast as needed. He 
thought the method proposed preferable to taking the money 
from taxpayers when it was so difficult for them to pay in such 
a time as this. 

Senator Vandenberg developed by questioning General 
Brown that of the authorized projects, projects estimated to 
cost about $60,000,000 had been adopted by Congress notwith- 
standing that the projects were not favored by the army en- 
gineers. Senator Vandenberg indicated he was opposed to the 
bond issue proposal if money were to be made available without 
check for projects adopted through the “usual log-rolling” 
methods in Congress. He asserted a safety valve was needed 
to protect the situation against “thoroughly indefensible” 
projects adopted by Congress. 

Senator Shipstead said he was willing that the test of an 
improvement be the economic justification therefor and indi- 
cated he would agree to an amendment that would cover what 
Senator Vandenberg had in mind. 

General Brown agreed with Senator Vandenberg that if the 
St. Lawrence seaway project were adopted it would be the 
greatest single work producer of all the waterway projects. 

At present prices money could be saved in the waterway 
work, said the general, but admitted on questioning by Senator 
Vandenberg that if the work were stepped up fast enough the 
competition making for low prices would be absorbed. He 
added, however, in reply to a question by Senator Nye, that 
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Erie piers at Weehawken surrounded by barges 
and other marine equipment ready to handle 
waiting carloads of merchandise. Lower Man- 
hattan appears in the background across the 
Hudson, 
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contracting for work to cost $100,000,000 would not destroy the 
competitive factor. 

Representative Maas said he could not understand the 
opposition to the bill and referred to President Hoover’s 
speeches in which as Secretary of Commerce and President he 
had urged development of waterways, and wondered whether 
the President was now abandoning his waterway program. 
Senator Vandenberg asked that the representative speak to the 
bill and save the political speeches for the floor in the House 
and Senate. Mr. Maas wished to go ahead on the basis he had 
begun and Senator Vandenberg told him to proceed: He charged 
the waterways had been dealt a heavy blow by opposition from 
administration sources and cited as an illustration the suspen- 
sion of the government barge line cotton rates after railroads 
had protested to President Hoover. He charged that the rail- 
roads and grain trade were against the bill. 

At the rate waterway work was going on now it would take 
40 years to complete the Mississippi Valley projects, said Mr. 
Maas. 

If bonds could not be issued, then currency should be issued 
to pay for the work, said he. 

“How would you issue the currency?’ asked Senator Van- 
denburg. 

“Print it,” replied Mr. Maas. 

“Why stop at half a billion?’ asked the senator. 

Mr. Maas said he wouldn’t—he would print two and a half 
billions. In his opinion that was what was needed to bring 
back better times. 

Senator Vandenberg indicated he might favor the bill if 
proper checks were provided so that the work would be limited 
to necessary, economically justified projects. He also raised a 
question as to the bill putting a limit of half a billion dollars 
on the bond-issuing authority of the Treasury and said it might 
be that it would be desired to issue a billion dollars’ worth of 
bonds. 

The subcommittee adjourned subject to the call of the 
chairman. Opportunity was to be afforded to Alfred P. Thom, 
general counsel of the Association of Railway Executives, either 
to make an oral statement or to file a written statement in 
reply to statements that were made in the course of the hearing 
with reference to railroads. 


Railway Executives 


Appearing in opposition to the Shipstead bill, R. H. Aishton, 
chairman of the executive committee of the Association of Rail- 
way Executives, told the Senate sub-committee on commerce, 
April 15, that the railroads recognized that there had been an 
established policy on the part of the government to undertake 
the improvement of navigable waterways. To that, he said, they 
had not and were not now offering objection. The railroads 
did not, he added, take the position that they were opposed to 
water transportation under any and all circumstances. 

“If the proposed waterways are a necessary, a reasonable 
and an economic development,’ he added, “the rail carriers 
have no right to complain, even though their special interests 
are affected. If, on the other hand, the proposed waterways 
are not necessary, not reasonable and economically sound, the 
railroads have not only the right as taxpayers, but it is their 
duty to protest against the undertaking.” 

Continuing, Mr. Aishton, in part, said: 


The rail carriers believe that when waterways are in operation 
engaged in interstate commerce in competition with rail carriers, 
then it is not only fair and just but absolutely necessary that cor- 
responding, appropriate regulation shall be applied to such water 
service. It is obvious that a substantial part of interstate commerce 
can not be left free while the rest is regulated. If discriminations, 
rebates and secret rates are wrong for the railroads, then they are 
wrong for their competitors on the waterways. With appropriate 
regulation applied to interstate commerce on the waterways and 
with adequate safeguards to the public interest, the railroads believe 
that they should be given an equal right with others to engage 
in transportation by water. 

“With this belief, therefore, the railroads have taken the posi- 
tion that: 

_ (a) There should be regulation of interstate water transporta- 
tion under the Interstate Commerce Commission. 

(b) That rail carriers should be given the right to engage in 
transportation by water on inland waterways. 

(c) That there should be a modification of the Panama Canal 
act permitting railroad operation in that water service. 

(d) The fourth section of the interstate commerce act, the long- 
and-short-haul clause, should be administered so as to give necessary 
relief to rail carriers in competition with water lines. 

(e) The government should retire from operation of barge lines 
at the expiration of two years. 

As liberal contributors to the general tax fund, out of which the 
money must come for federal improvements on inland waterways, 
the railroads hold that the inequitable condition now existing, in which 
their competitors are relieved from substantial operating costs, must 
be recognized by government authorities. They hold, further, that 


until recognition is given in legislative action to this fair and equi- 
table principle of regulation, including a fair and equal opportunity 
for themselves to engage in water transportation everywhere, the 
rail carriers must maintain an attitude of opposition to continued 
government expenditures out of general tax funds for the extension 
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of waterway improvements and for the extension of operations oye, 
such waterways in competition with rail carriers. 

The rail carriers of the country have been and are carrying 
heavy burden of taxes. In 1931 the Class I railroads paid 7.24 cents 
out of every dollar of gross revenue received. In the same year 
31.63 cents was paid in taxes out of every dollar of net operatin 
revenue, which means, in other words, that almost One-third of the 
railroad plant was operated for the support of federal, state ang 
local governments. 

These taxes must be paid out of revenues derived from traffic 
over these railroads. The traffic diverted from them by competitive 
forms of transportation deprives them to that extent of their ability 
to meet this burden of taxes. They have, therefore a serious con- 
cern in the question of the economic necessity for such expenditures 
as are proposed in this bill. 


Cc. S. Duncan 


Dr. C. S. Duncan, economist, Association of Railway Execu. 
tives, analyzed data submitted by witnesses favoring the passage 
of the bill. He said there were errors in figures submitted and 
therefore errors in the deductions drawn therefrom. Also, he 
said, there were misstatements with respect to the railroad 
industry. 

Commenting on the allegation of one of the witnesses that 
“the actual and estimated government investment in all author. 
ized river and harbor improvements as of June 30, 1931, was 

. a total investment of $1,282,000,000,” Dr. Duncan said, 
using the figures in the army chief of engineer’s report, 1931, 
there was a total expenditure, after certain deductions had been 
made, of $1,934,146,185. That, he said, was an initial error 
of fifty per cent or about $600,000,000, vitiating, as he said, 
every subsequent calculation based upon it, causing the entire 
house of cards to totter. 

Another point to which Dr. Duncan devoted himself was the 
“public savings,’ stated at $256,132,820, for 1930, as resulting 
from waterway improvements, the savings being estimated at 
from 25 to 75 cents a ton, upon 406,320,061 tons of freight as 
representing “coastwise, interport and local’ transportation 
by water. He pointed out that this included a total of more 
than 244,000,000 tons moving on “natural” as distinguished from 
artificial or improved waterways, with the exception of the 
Panama Canal. : 

“The advantages of natural waterways on the sea, and, 
indeed, on the inland seas, represented by the Great Lakes, are 
generally admitted,” said Dr. Duncan. “In my opinion, the 
purpose of introducing these tonnage figures is to make them 
carry the remaining artificial or improved projects. It is on 
these that the great bulk of government expenditures would be 
made under this bill.” 

Dr. Duncan also pointed out that the tonnage figures also 
included more than 14,675,000 tons of floated and rafted logs. 
He said that obviously no part of the proposed bond issue of 
$500,000,000 could be presumed to be for the benefit of such 
traffic. Locks and dams in rivers, he pointed out, would be 
a hindrance to such traffic. In addition, he said, nearly 45; 
000,000 tons of sand and gravel were included and that much 
of that tonnage was simply dredged out of the beds of the 
rivers, hauled to the shore and dumped. 

Further analyzing the tonnage figures, Dr. Duncan said that 
the Missouri River, from its mouth to Fort Benton, in 1929, had 
reported tonnage of 1,372,544 on that part of the stream o 
which the government had spent over $70,000,000. Of that 1929 
tonnage of: 1,372,544, he said, 1,366,222 tons, or 99.5 per cent, 
was material used in river improvement itself, hauled by the 
owners an average of eight miles on the stretch of river 2,275 
miles in length. Dr. Duncan pointed out that much of the river 
tonnage was local tonnage and that local business tonnage 
figures were rapidly multiplied but did not indicate what the 
use of the river might really be. The Monongahela, with an 
average haul of 40 miles, and the Ohio, with an average haul 
of only 66 miles, were used to illustrate the point about rapidly 
multiplied figures and small mileage. The point he said he 
desired to make was that the total tonnage figure included larg¢ 
tonnage on natural waterways and obscured the relatively 
meager service on the artificial or improved waterways for whcih 
the appropriation particularly was sought. 


When the tonnage was eliminated on operations not con- 
templated by this bill, said the witness, even according to the 
calculations of the witness who made the calculations, “public 
savings dwindle like a punctured balloon.” 


Consideration of the public savings, Dr. Duncan said, came 
down, finally, to the Mississippi-Ohio-Missouri system. He said 
he was compelled to assume that the basis of calculating the 
savings to the public was made on the basis of railroad tariffs 
as compared with water tariffs, none of which were available 
to him except those showing joint rail-barge rates in use ol 
the government barge line. 

That comparison, he said, was not valid for the reason that 
while rail tariffs represented the total costs that had to be 
paid, the water tariffs represented only what was directly and 
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immediately paid by the shipper and did not include those 
important hidden costs of carrying charges and maintenance, 
which, for the waterways “are paid out of the general tax fund, 
that is, are contributions by the federal government.” Con- 
tinuing, Dr. Duncan, in part, said: 


When these two costs are set up on a comparable basis they 
show as follows: 
Mississippi River .......ccceccccsccccsccccccces 11.17 mills per ton mile 
Right parallel railroads............eseseeeccees 10.09 miles per ton mile 
Qhlo RIVET .cccccccccccsscccccscccvccscccescece 12.36 miles per ton mile 
seven parallel railroads............sseeseeeeees 8.83 mills per ton mile 


The Missouri River makes a bad showing on this basis. Without 
including the cost of handling the freight on the river, the capital 
and maintenance costs were about 35 cents a ton mile in 1928. 

The inevitable conclusions to be reached from a careful study 
of total comparable costs as between the Mississippi-Ohio-Missouri 
system and the railroads are: 

“ (1) When total costs are considered, rail transportation is actually 
cheaper than by water, with admittedly superior service by rail. 

(2) There are no “public savings’’ at all on water transportation 
over this system in the sense that all the people benefit. 

(3) Water tariffs, as measured by the government barge line tar- 
iffs, are lower than by rail with a consequent saving to the individual 
shipper on the river bank but the general public makes up the dif- 
ference by paying the hidden costs. 

(4) These so-called “public savings,’’ therefore, disappear and 
their place is taken by a gratuity to the favored shipper who makes 
use of the subsidized water line. 


Two other items, Dr. Duncan said, should be considered in 
this connection, namely, amounts paid by state and local units 
of government and collateral or contingent costs. He pointed 
out that Illinois had already paid $15,500,000 on the Illinois 
waterway and that the Sanitary District of Chicago had spent 
$53,000,000 on its canal and $14,000,000 on the Sag channel for 
drainage and sewerage purposes. He said he did not need 
to refer to the lavish expenditures by New York on its barge 
canal. 

As to collateral or contingent costs, he mentioned the cost 
for bridges over improved streams. No total sum, he said, was 
available for that. But he said that if and when the Sag Har- 
bor project was completed to connect the harbor with the 
Illinois waterway, it would mean contingent cost for the rail- 
roads crossing that proposed water course, represented by total 
capital expenditures and capitalization of increased operation 
and maintenance expense of $132,372,000. 

These collateral or contingent costs, he said, were never 
included in the figures representing expenditures for proposed 
projects. They did, he added, have to. be paid by someone but 
did not appear among the elements of cost of those who 
operated on the waterways. 


“These so-called savings, as a matter of fact,” said Dr. 
Duncan, “seldom reach the ultimate consumer in any amount 
at all.” 


That phase of lowered rates, he said, had often been dis- 
cussed in connection with section 4 of the interstate commerce 
act. It had been shown time and again, he said, that when a 
freight rate came down, somewhere between the producer or 
shipper and the middleman, jobber, wholesaler and retailer, the 
slack was taken up and that that popular American citizen, 
Mr. Ultimate Consumer, could not find any part of it left 
when he finally bought the thing over the counter. What usually 
happened, he said, was that the jobber used any part of the 
reduction which he realized as against the shipper to extend 
his business. He did not turn it over to the consumer. 

“Thus the retail prices in markets affected by subsidized 
Water rates are affected very little or not at all by them,” 
said the witness. 

To illustrate that he quoted from testimony given by Frank 

Townsend, traffic manager of the Minneapolis Chamber of Com- 
merce, an ardent waterway advocate, Dr. Duncan said, given 
at 4 Hennepin Canal hearing August 3, 1931. Mr. Townsend, 
speaking of coal prices at Minneapolis, said that Minneapolis 
paid approximately the mine cost plus $5.40 a ton, although 
the coal was handled at cheaper transportation cost through 
the lakes, the all-rail rate from eastern Kentucky and from the 
Garfield-Newton mines being $5.40 a ton. Dr. Duncan said the 
buyer of coal received no benefit from the use of water trans- 
Portation. 
- One of the witnesses in behalf of the bill said that the 
interstate commerce law of 1887 and all its amendments prior 
to the World War constituted a body of congressional enact- 
ments aimed to hold in control the undesirable tendencies of a 
great railroad monopoly built up largely through public grants 
and contributions.” 

Dr. Duncan pointed out that the act of 1877 was intended to 
put an end to the policy of the “survival of the fittest,” that is 
to protect the railroads against themselves in cut-throat compe- 
tition and to protect them against shippers of large tonnage 
Using such tonnage as a club to get special rates and finally to 
Prevent discriminations as between shippers and localities. 
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It was not true, said he, that the railroads were built up 
largely through public grants and contributions. He said the 
land grants were not gifts but bargains and usually a hard 
bargain with advantage to the government, applied to only about 
21,500 miles of road, later reduced by inability of the railroads 
to comply with the conditions imposed—a small percentage of 
the total mileage of about 240,000 of Class I roads alone. 

Referring to the fact that, as shown by what a witness said, 
that section 15a constituted a guaranty to the railroads, Dr. 
Duncan pointed out that the railroads had failed to earn the 
stipulated fair return by more than $3,400,000,000 in the period 
1921 to 1931. 

As to the declaration of a witness that the farmer paid 
freight on everything he sold and everything he bought, Dr. 
Duncan said freight rates were never paid twice but that the 
freight rate appeared as an element in the price of commodities 
purchased by the ultimate consumer but that, in the case of 
grain the factors of cost, including the freight, were more defi- 
nitely set forth than in other commodities. From an economc 
point of view, he said, it was utter nonsense to claim seriously 
that the farmer paid freight both ways. 

Dr. Duncan estimated that the country had tied up in 
transportation facilities upwards of $60,000,000,000, a substan- 
tial part of which, he said, could not be used, includng 750,000 
idle freight cars, 10,000 locomotives, and too many ships in all 
trades and equipment for use on the highways. In conclusion, 
Dr. Duncan said: 


This is a consideration of importance when a proposal is made 
that an additional $500,000,000 shall be expended for new transportation 
facilities which are not required by any public demand for trans- 
portation. These transportation facilities, like those on the high- 
ways and like the airplane, are to be subsidized by the government. 
Obviously, private enterprise can not for long maintain itself in 
competition with government subsidized competitors. 

There is another phase also. The two billions of dollars and more 
expended for. waterway improvements is private property taken by 
the government through taxes for these projects. While it remains 
private property it is subject to taxation and serves as a source of 
government revenue. The moment it is taken by the government 
it becomes public property and is removed as a source of govern- 
ment revenue. This is likewise true of the $12,500,000,000 that has 
been expended by the federal and state governments in new highways 
since 1920. 

A railroad track is private property and as such is taxed. The 
highway is public property and as such is beyond the power of 
taxation. Step by step as the government makes these expenditures 
to take the place of private enterprise so step by step it narrows 
the basis of private enterprise to serve’as a source of government 
revenue. As a result, the rate of tax must rise. 

Sixty-one per cent of the debts of the states is due to highway 
improvement. The result of such a tendency is obviously to under- 
mine the very basis of private enterprise. 


NEW YORK SHIPPERS’ CONFERENCE 


The Trafic World New York Bureau 


The Johnson shipping bills now pending before Congress, 
under which regulatory power over intercoastal steamship rates 
would be vested in the Shipping Board, formed the principal 
topic of discussion at the meeting of the Shippers’ Conference 
of Greater New York April 13. W. H. Chandler, chairman of 
the executive committee, reported on the brief filed with the 
Senate committee in opposition to the proposed legislation. 

If there is necessity to regulate intercoastal ship rates, the 
cost of service should be the guide in fixing such rates, Mr. 
Chandler declared. He said that there was no doubt in his 
mind that the Shipping Board sought to set up another Inter- 
state Commerce Commission, this one to regulate waterborne 
commerce. 

He pointed out that the Shipping Board had $17,000,000 in- 
vested in these intercoastal shipping lines. 

“There is really more tonnage than is needed now,” he 
said. “It means that the slower boats will be crowded out of 
the business. These men at the head of these steamship lines 
were in clover when business was good. They enlarged their 
fleets. The Shipping Board encouraged competition and now 
that business is bad they think the only way their troubles can 
be solved is by some government agency that is more capable 
of running their business than they are.” 


In reporting on the bill which would regulate motor truck 
transportation, he said the attitude of the conference, as put 
before the Senate committee in opposing the bill, was that, be- 
fore Congress did anything on the subject, it should investigate 
all the facts. In all the 6,000 pages of testimony that had been 
taken, he said, there was no record of a single complaint by a 
shipper against the motor truck people. 

Major Elihu Church, consulting engineer, formerly with the 
Port Authority of New York, described the use of a new “jitney” 
container for the shipping and handling of merchandise to be 
put into operation by the Lehigh Valley and Jersey Central 
railroads. 

He said the device would provide an important saving in 
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shipping cost to the shipper and to the railroad, which would 
mean “better transportation service at lower cost.” 

The container is constructed so that it can carry perishable 
less-than-carload merchandise. It is six feet high and two feet 
eight inches wide and weighs 370 pounds, empty. Major Church 
said it offered facilities not to be provided in any other type of 
container. 


MOTOR VEHICLE REGULATION 


Senator George, of Georgia, has brought to the attention 
of the Senate a letter to the members of the Georgia delegation 
in Congress from the Georgia Public Service Commission, James 
A. Perry, chairman, urging enactment of proper legislation 
regulating motor vehicle transportation of persons and property, 
for hire, over the highways in interstate commerce, 

“The Georgia commission was given jurisdiction of this 
subject within the state of Georgia effective October 1, 1929,” 
said Mr. Perry. “One of our chief difficulties in enforcing the 
law applicable to intrastate commerce lies in the fact that there 
is no regulation, as such, affecting interstate commerce.” 

Continuing, Chairman Perry said: 


Obviously the controlling factor in regulation of utility service 
lies in the power .to fix rates. We are given this power as to move- 
ments between points in Georgia, but there is no effective way to 
support conclusions reached in this respect if those engaged in inter- 
state commerce are permitted, at will, to cripple regulation by cutting 
rates which have been found to be reasonable for movements between 
points in Georgia. We take it that it is needless to impress upon you 
the great handicap against a local business in Georgia when unregu- 
lated interstate transportation gives a marked advantage to a com- 
petitor whose business is confined, in the main, to interstate com- 
merce, due to the fact that his plant is located at some point with- 
out the state of Georgia. There is no answer to be found in the fact 
that we are requiring, under the Georgia motor vehicle laws, a 
license fee for the purpose of maintaining the highways, in part, be- 
cause the real trouble lies in the lack of power to fix rates for inter- 
state commerce. 

It is our best judgment that the public interest in this state de- 
mands legislation along this line at the earliest date possible. 

Having watched this unfortunate situation, which unless corrected 
will seriously cripple the efforts of state regulation to control this 
new and pronounced competitive common-carrier system, we feel con- 
strained to bring this matter to your attention with the observations 
— in the foregoing, for such consideration as you may see fit to 
give it. 


KENTUCKY MOTOR REGULATION 


At the session of the Kentucky legislature just adjourned 
there were passed two bills relating to motor vehicle transporta- 
tion. One, known as the motor truck act, relates to weight, 
speed, dimensions, and other physical requirements designed to 
protect the highways and the traveling public. It sets a maxi- 
mum gross weight limitation of 18,000 pounds for a truck, in- 
cluding its load. Trailers are abolished entirely, but a semi- 
trailer—that is, a single-axle vehicle with the front attached to 
the tractor—is permitted. This combined vehicle, however, is 
also subject to the maximum gross weight limit of 18,000 pounds, 
including the load. 

Exeepted from the operation of this act are trucks licensed 
by and operating in cities and towns; those belonging to the 
United States, the State of Kentucky, or any county, town, or 
city therein; and those of larger dimensions to which the 
State Highway Commission is authorized to issue permits “for 
stated periods and for special purposes and to meet unusual 
conditions.” This is to take care of exceptional matters such, 
for example, as telephone poles. It is further provided that 
trucks licensed prior to the passage of this law may operate 
until the end of the year. This act applies to all trucks, both 
commercially and privately operated. 

The other act, known as the bus and truck regulatory act, 
applies only to motor vehicles that carry persons or property 
for hire, including contract carrier trucks as well as common 
carrier trucks. The principal purposes of this act are (1) to 
impose a mileage tax on these commercial vehicles in addition 
to the license fees and other present taxes, and (2) to regulate 
their rates, practices, working conditions, etc. In deference to 
the farming, stock raising, tobacco and dairy interests there are 
exempted from the operation of this act commercial trucks 
weighing 5,500 pounds or less. 

These acts, both of which were passed by large majorities, 
go into effect June 17, 1932. 


TEXAS MOTOR REGULATION 


Protest has been made to the Texas railroad commission by 
the Texas and Pacific Railroad and the Southland Greyhound 
Bus Lines against the granting of the application of the White 
Star Bus Company for an interstate permit to operate its busses 
across Texas as part of its through route between Chicago and 
Los Angeles. When the application came before the commis- 
sion for hearing, objection was raised by the protestants against 


The Traffic World 








Vol. XLIX, No, 14 





the White Star Bus Company’s methods of operations. The 
application was taken under advisement by the Commission 

The International-Great Northern and the Texas and Pacific 
railroads have filed a motion with the Texas railroad commis. 
sion seeking the cancellation of the permit of Henderson-Dallas 
Motor Freight Lines on the ground of alleged violation of the 
law in charging unauthorized rates and making more trips thay 
permitted by the commission. The commission’s permit was 
for three trips weekly and the railroads asserted a daily service 
has been operated. The commission refused to allow add. 
tional trips and an appeal is pending in the courts to compel 
it to do so. Should cancellation be ordered that phase of the 
controversy will also land in the courts, it was stated. 

The Capitol Freight Lines has sought reinstatement of its 
permit, canceled for alleged failure to maintain continuous jp. 
surance. The company operated trucks between Austin, San 
Antonio, and Corpus Christi. 

The question of the authority of the Texas railroad com. 
mission to prescribe rates that common carrier motor trucks 
may charge for transporting certain commodities over the high. 
ways is now pending in the state court of criminal appeals, 
Attacking the constitutionality of the law designed to empower 
the commission to fix rates charged by trucks on the same 
basis as those prescribed for railroads, Joe Sandgarten, of 
Sangarten’s Motor Freight Lines, made application for a writ 
of habeas corpus, claiming he was illegally restrained of his 
liberty under a warrant of arrest charging violation of the 
statute. 

The complaint alleged that Sangarten violated an order of 
the commission by transporting certain commodities at a rate 
of 30 cents a hundred pounds when the commission had fixed 
the minimum charge for such service at 71 cents. The law 
provided a penalty of a fine of from $25 to $200 for violation 
of the commission’s orders. W. C. Morrow, presiding judge of 
the court, issued an order directing that Sandgarten be re. 
leased under $200 bond pending determination of his applica- 
tion, set for hearing at a later date. 


PICK-UP AND DELIVERY SERVICE 


The first pick-up and delivery service to be established in 
the east by any steam railroad will be begun by the Boston 
and Maine, May 16, in more than fifty New England towns, it is 
announced. According to a statement by E. S. French, presi- 
dent of the railroad, the innovation is in response to shipper 
statements that it is necessary if the railroad is to regain its 
lost less-carload business, those statements pointing out that 
independent motor transport operators are giving the service. 


The pick-up and delivery service, it is stated, will be per- 
formed by local cartage companies, under contract with the 
railroad, and in most instances there will be no additional charge 
over the regular rail rates for station to station service. The 
communities selected for the “experimental” beginning of the 
new service, it is explained, are principally the larger cities 
and towns on the rails of the Boston and Maine in New Hamp- 
shire, Massachusetts, and Maine. If there is demand for ex: 
tension of the service to other points, such extensions will be 
made from time to time, it is added. The service will give 
overnight delivery between practically all points. 


“Most of the railroads in this country have been studying 
this form of service,” said President French. “Hundreds of 
shippers in New England have requested this service from our 
railroad. They have told us they are already receiving it 
through the medium of highway motor tfuck transportation. 
The Boston and Maine will offer this new service during the 
next year, endeavoring to determine whether such a combina- 
tion rail-truck service is desired.” 


DALLAS TRUCK TERMINAL 


Contract for the construction of a motor truck union freight 
terminal at Dallas, Texas, to cost over $100,000 has _ been 
awarded. It wiil serve as a freight depot where non-competitive 
motor truck lines may exchange commodities in transit, it is 
stated. The terminal is to embody the latest ideas for speed 
and efficiency in handling truck freight cargoes, with modert 
facilities for loading and unloading the trucks. The union 
truck terminal idea is a recent development in this section, 
it is explained. 


HIGHWAYS UNDER WAR DEPARTMENT 


Representative Mansfield, in a departmental reorganization 
bill, H. R. 11178, provides for transfer of the Bureau of Public 
Roads from the Department of Agriculture to the War Depart: 
ment, to be administered under the direction of the Secretary 
of War and the supervision of the chief of engineers of the 


army. 
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Aviation News 


AIR LINES INSPECTED 


Air line inspectors of the aeronautics branch of the Depart- 
ment of Commerce have completed their initial examination of 
all the scheduled air lines that are carrying passengers in 
interstate commerce, and have found they are conducting their 
operations in conformity with Department of Commerce regu- 
lations governing these services, says the department. The 
lines will continue to operate under letters of authority, pending 
the issuance of certificates of authority. 

Twenty-four companies are subject to the air line regula- 
tions. Five others are not involved because their operations 
are not interstate, or because they do not carry passengers. 

However, of the 106 air routes engaged in the transportation 
of mail, passengers, and express, 101 are operated by the 24 
companies whose passenger services are under the jurisdiction 
of the Department of Commerce. 

The companies which have been inspected are as follows: 

Alaska-Washington Airways; American Airways (Inc.): 
Colonial division, Embry-Riddle division, Southern division, Uni- 
versal division; Bowen Air Lines; Braniff Airways; Century 
Air Lines; Century Pacific Lines; Continental Airways; Eastern 
Air Transport; Frank Martz Coach Co.; Gilpin Airlines; Hunter 
Airways; Kohler Aviation Corporation; Ludington Line; Na- 
tional Parks Airways; Northwest Airways; Pennsylvania Air- 
lines; Rapid Air Transport; Reed Airline; Transamerican Air- 
lines Corporation; Transcontinental & Western Air (Inc.); 
United Air Lines: Boeing Air Transport, National Air Transport, 
Pacific Air Transport, Varney Air Lines; U. S. Airways; West- 
ern Air Express, including Mid-Continent Air Express; Wyoming- 
Montana Air Lines. 


UNITED AIR LINES SERVICE 


Four round trips daily between Chicago, Toledo, Cleveland, 
and New York, with tri-motored mail, express, and passenger 
planes, and a speeding up of coast-to-coast service to twenty- 
seven hours, eastbound, have been announced by United Air 
Lines, effective April 15. The new schedules include departures 
from both Chicago and New York after the close of business 
and arrival in the alternate city before midnight. They also 
give United Air Lines an eleven and one-half hour service from 
Kansas City to New York, and the only two through services 
from that city to New York. 

President P. G. Johnson, in announcing the expanded serv- 
ice, said it was an indication of United Air Lines’ proposal to 
keep abreast of the air transport requirements of the com- 
munities they serve and pointed out that with this additional 
schedule the monthly mileage flown by the company between 
New York and Chicago will be 275,000. 

United Air Lines carried 31 per cent more revenue pas- 
sengers, 16 per cent more mail, and flew 11 per cent more miles 
in March than in February, President Johnson announced. Com- 
parative figures are: 


March February 
I Ee POLE PET Ro 4,668 3,546 
Rt wuaibigio sh costae en euwle needed Kowenawwnme 331,688 lbs. 284,745 lbs. 
a err ener re rrr 115 1,792 


United Air Lines flew 93.1 per cent of the total mileage 
scheduled for it in March, it is stated. With additional services 
started April 1 on the Pacific Coast and in the Middle West, 
increased its scheduled flying to approximately 1,250,000 miles 
monthly. 

Reduction of its rates to rail plus pullman, according to the 
announcement, has resulted in additional revenues more than 
offsetting the loss due to a lower rate of fare, and the company 
proposes to maintain rates at the present level and has added 
tri-motored passenger equipment to attract additional passenger 
business to offset the decreased per mile payment from the 
sovernment for air mail. 


AIR REGULATION 

Representative Cable, of Ohio, has introduced H. R. 11201, 
it bill to regulate interstate commerce by air carriers operat- 
ing as common carriers of persons and property. 

Discussing his bill, Mr. Cable, in remarks in the House, 
Said that Assistant Secretary of Commerce Young at Detroit, 
April 7, said that the best way to help the air transportation 
industry was to let it elone. (See Traffic World, April 9, p. 784.) 
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“While Colonel Young has made an enviable record as head 
of the Bureau of Aeronautics, I cannot agree with his conclu- 
sion,” said Mr. Cable. “In 1926, when Congress passed the 
air commerce act, the industry may have been in its infancy. 
Great progress has been made in the last six years. In 1931, 
for example, airplanes flew in regularly scheduled service over 
47,000,000 miles, transporting 522,000 passengers and 10,000,000 
pounds of mail. The federal government is appropriating an- 
nually $10,000,000 alone for airway construction and mainte- 
nance and for regulating and developing the industry.” 

To protect the present investments and assure the use of 
safe equipment every interstate air carrier should be required 
by law to obtain a certificate of public convenience and neces- 
sity, said Mr. Cable. This plan, said he, would prevent unfair 
competition. 

As Colonel Young was opposed to further legislation and 
additional regulation at this time, Mr. Cable said he had intro- 
duced his bill providing for regulation of air carriers by the 
Commission. He explained that he would not have objected 
to this work being done by Colonel Young’s bureau. 

The Commission ultimately would not only supervise rail- 
roads but also interurban railways, busses, trucks and air car- 
riers doing an interstate business, said he. 

“The failure of Congress to pass a law regulating inter- 
state bus and truck operations has had a disastrous effect,” 
said he. “Interstate business is carried on without let or 
hindrance. Many railroads and interurbans have been destroyed, 
and with their abandonment many counties now are deprived of 
large amounts of taxes formerly paid by these companies. 

“The same result, I feel, will follow if we do not now pass 
an act providing for the issuance of certificates of public con- 
venience and necessity to interstate air carriers. Otherwise, 
when better times return, the federal government will find 
itself relative to this industry in the same position it now is 
with interstate motor bus and truck transportation.” 

The Cable bill provides for issuance of certificates of pub- 
lic convenience and necessity by the Commission and for 
security for the protection of the public, but not for regulation 
of rates. 


AIR COMMERCE REGULATIONS 


The aeronautics branch of the Department of Commerce 
dealt with 227 violations of the air commerce regulations in the 
first quarter of 1932, according to Gilbert G. Budwig, director 
of air regulation. This figure represents a decrease of 104 
as compared with the 331 violations for the last quarter of last 
year, according to the department, which adds: 


During the quarter in question, the aeronautics branch collected 
civil penalties in the amount of $365, $165 of which were for penalties 
assessed during this period, the remaining $200 applying to penalties 
previously assessed. Civil penalties were assessed against 40 persons 
during the first quarter of the year. Also 35 reprimands, 78 suspen- 
sions, 20 revocations, and 6 denials of licenses were imposed for vio- 
lations. In 48 cases, evidence was produced which justified dismissal. 

Violations of the provision of the air commerce regulations per- 
taining to acrobatics led the list of specific offenses. There were 50 
violations of the acrobatic clause and 38 of the low flying provision 
of the regulations. Other specific violations during the first quarter 
of 1932 were: Unlicensed pilot flying licensed plane, 22; flying without 
navigation lights, 8; flying without identification numbers, 2. The 
miscellaneous offenses numbered 107. Of the total number of viola- 
tions, 21 are still pending. 


AIR LINES AND WEATHER 


“Today all flying hazards have been overcome except those 
incident to the weather,” said Postmaster General Brown in a 
radio address April 10 in connection with a demonstration of 
the radio telephone service that controls the flying of the air 
mail. 

“We confidently believe that science will ultimately whip 
even the hazards of fog and snow and sleet. Until that time 
comes the Post Office Department’s policy is to keep air mail 
pilots on the ground when weather conditions will not permit 
safe flying, for although ours is the responsibility of seeing that 
the mail gets through, we maintain that all the letters in the 
world are not worth the life of one of these brave lads.” 


AIR TRAFFIC 


Scheduled air lines operating in continental United States 
carried 23,982 passengers in February, according to reports from 
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30 of the 32 companies operating to the aeronautics branch of 
the Department of Commerce. 

Miles flown by the scheduled air lines reporting for the 
month were 3,169,171, express carried was 64,996 pounds and 
passenger miles flown were 5,646,231. 

Comparative statistics for January and February may be 
found in the following tabulation: 


January February Total 
Number of reporting companies... 32 30 neue 
Number of operating companies.. 32 30 sien ile 
PRGEERBOES CRITIOG .cccccceecceses 25,514 23,982 49,496 
Express (pounds) carried......... 36,046 64,996 101,042 
ar rere 3,478,593 3,169,171 6,647,764 
Passenger miles flown ........... 5, 970, 913 5,646,231 11,617,144 


UNIONIZATION OF AIR PILOTS 


Representative Mead, of New York, has introduced House 
resolution 194 providing for recognition of the right of air pilots 
to collective representation and bargaining through and by rep- 
resentatives voluntarily chosen by them. 


REVENUE FREIGHT LOADING 


Due chiefly to coal loading falling off more than 22,000 cars 
compared with loading the preceding week, revenue freight 
loading the week ended April 2 totaled 544,961 cars, a decrease 
of 16,157 cars compared with the preceding week, according 
to figures made public by the car service division of the 
American Railway Association. The loading also was 182,891 
cars under that of the corresponding week of 1931 and 363,098 
cars under that of the corresponding week of 1930. 

Miscellaneous freight loading, merchandise less than car- 
lot freight, grain and grain products and live stock showed 
increases as compared with the preceding week. 

Revenue freight loading by districts the week ended April 
2 and for the corresponding period of 1931, was reported as 
follows: 


Eastern district: Grain and grain products, 5,367 and 5,853; live 
stock, 1,467 and 1,717; coal, 23,145 and 26,517; coke, 1,528 and 1,979; 
forest products, 1/382 and 2,186; ore, 455 and 654; merchandise, L. 
Cc. L., 49,139 and 61, 455; miscellaneous, 43,882 and 66, 166; total, 1932, 
126,365; 1931, 166,517; 1930, 145,693. 

Allegheny district: Grain and grain products, 2,873 and 3,203; live 
stock, 1,127 and 1,189; coal, 25,473 and 29,224; coke, 1,749 and 3,630; 
forest products, 826 and 1,337; ore, 396 and 1,071; merchandise, i 
Cc. L., 38,664 and 47,923; misceilaneous, 37,516 and 60, 815; total, 1932, 
108, 624; 1931, 148,392; 1930, 187,262. 

Pocahontas district: Grain’ and grain products, 257 and 308; live 
stock, 23 and 24; coal, 20,827 and 26,673; coke, 185 and 306; forest 
products, 599 and 752; ore, 56 and 85; merchandise, L. C. L., 5,332 
and 6,326; miscellaneous, 4,999 and 7,577; total, 1932, 32,278; 1931, 
42,051; 1930, 51,826. 

Southern district: Grain and grain products, 2,692 and 3,810; live 
stock, 705 and 1,070; coal, 11,837 and 17,249; coke, 263 and 479; forest 
products, 6,230 and 9,636; ore, 285 and 665; merchandise, | oe 

1,998 and 37, 909; miscellaneous, 32,299 and ‘49, 257; total, 1932, 86, 299: 
1931, 120,075; 1930, 144,902. 

Northwestern district: Grain and grain products, 6,443 and 8,602; 
live stock, 4,065 and 5,755; coal, 4,654 and 5,966; coke, 581 and 1,081: 
forest roducts, 4,821 and *“ 532; ore, 165 and 408; merchandise, L. C. 
L., 22,240 and 27, 354; miscellaneous, 20,405 and 27,730; total, 1932, 
63, "374; 1931, 86, 428’; 1930, 110,332. 

Central Western district: Grain and grain products, 8,117 and 
9,635; live stock, 7,209 and 8,063; coal, 6,315 and 8,908; coke, 75 and 
129; forest products 3,089 and 4 831; ore, 627 and 2,196; merchandise, 

C. L., 25,542 and 29,251; miscellaneous, 31,348 ‘and 39,992; total, 
132 82, 322; 1931, 103,005; 1930, 130,889. 

Southwestern district: Grain and grain products, 3,427 and 5,295; 
live stock, 1,607 and 1,681; coal, 2,530 and 3,783; coke, 37 -_ 74; ‘for- 
est products. 2,239 and. 3, 809; ore, 199 and 490; merchandise, L. C. 
13,574 and 15, $15; miscellaneous, 22,086 and 32, 037; total, 1932, 45, 699: 

1931, 62,384; 1930, 75,490. 

Total, all roads: Grain and grain products, 29,176 and 36,706; live 
stock, 16, 203 and 19,499; coal, 94,781 and 118,320; coke, 4,408 and 
7,678; forest products, 19,186 and 31,083; ore, 2,183 and 5,569; mer- 
chandise, a €. ta, Bom 489 and 225, 423; miscellaneous, 192,535 and 
283,574; total, 1932, 544, 961; 1931, 727, 852; 1930, 908,059. 


Loading of revenue freight in 1932 compared with the two 
previous years follows: 


1932 1931 1930 
Four weeks in January........... 2,269,875 2,873,211 3,470,797 
Four weeks in February........... 2 245, 325 2,834,119 3,506,899 
Four weeks in March............. 2) 280, 672 2,936,928 3,515,733 
le ee, Ee ee 544 961 727,852 908,059 
PE Re ey Oy ee 7,340,833 9,372,110 11,401,488 


CONTROL OF RAILROADS 
The House committee on interstate and foreign commerce 
discussed in executive session this week the so-called holding 
company bill with a view to drafting a bill for reporting to the 
House. 


RAILROAD EARNINGS 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I steam railroads for February, 
1932, and 1931, and for the two months ended with February, 
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1932, and 1931, compiled from carrier reports by the Bureay of 
Statistics of the Commission, follow: 


FEBRUARY 
United States 
Item 1932 1931 


Average number of miles operated......... 241,997.35 242,180.50 
Revenues: 
ED <i:b. bod disieemag oueledacewndaueaqeaanbie *$205,366,455 $257,546,818 
ion alb.s. calaeriwinaeih «outa tad ansewSe $33,882,258 46,450, 1615 
NN ese Fania wid ace acai SaaS 6-45 oie. tke aioe 7,928,456 8, 356, 489 
DE snisctaresiases a seebssweuesiases 4, 423, 499 5, 537,311 
Al GENGP TFANSPOTEAtION «2... 02 ssccscece $9,474, "054 11,236,648 
I, 56 315:56:4:4. 546 saa eeane sneer 5,682,550 6,937,934 
Ee I 5 05:6 :0 0:0:6's ose 5 a0:8.6'6:0.0.0:00 775,647 899/291 
IE os os ss esecccccceseuvane 260,633 238,198 
Railway operating revenues......... 267,272,286 336,726,908 
Expenses: ‘ 
Maintenance of way and structures..... 28,870,131 41,391,806 
Maintenance of equipment ............ 55,055,851 71,942) 1004 
EEE ct dead chudege eta want aceasta asaw as 8,495,730 9; 807, 579 
ere 102,742,126 ae 459, 409 
Miscellaneous operations ............... 2,602,223 3,547,507 
RR arr ares errr en 13,596,496 15,503,395 
Transportation for investment—Cr..... 253,284 502,263 
Railway operating expenses ........ 211,109,273 272,142,367 
Net revenue from railway operations....... 56,163,013 64,584,541 
PEREUWRY TOE GOCTUREE cnccscvicwecscccscssece 24,668,719 26, 628, 338 
Uncollectibe railway revenues ............. 58,101 77, 116 
Railway operating income.......... 31,436,193 37,878,487 
Equipment rents—Dr. balance ............. 6,917,432 7,784,454 
Joint facility rent—Dr. balance............. 2,476,147 2,379,498 
Net railway operating income....... 22,042,614 27,714,535 
Ratio of expenses to revenues (per cent)... 78.99 80.82 


*Includes $5,278,893 increase from “Ex Parte 103.’ 
fIncludes $1,724,125 sleeping and parlor car surcharge. 
tIncludes $2,361,473 sleeping and parlor car surcharge. 
§Includes $104,418 increase from ‘‘Ex Parte 103.” 


TWO MONTHS 
United States 
932 1931 


Item 
Average number of miles operated......... 242,027.90 242,177.92 
Revenues: 
I eee re ET *$413,806,143 $534,569,815 
EE. itcascacesecuwesen esas ncawaws $71,905,195 $99,794,285 
NN feta Soa iuin ce aia s-aiste lam lnearavay bide eee ae 16,278,541 17,358,321 
eee rrr ror rrr eer 8,197,077 11,496,777 
All other transportation. .....ccccsceces $19,187,651 23,206,403 
ERS ror rr. 12,107,642 14,916,900 
pT Se rere ee 1,621,998 1,888,494 
I so 8:0 os 0560s seer seveses 517,442 519,258 
Railway operating revenues........ 542,586,805 702,711,737 
Expenses: 7 
Maintenance of way and structures.... 59,199,737 85,093,146 
Maintenance of equipment.............. 113,113,804 149,187,835 
END cc reaigtsuiescdonw cob wsceaneesessutes 17,341,519 19,969,279 
I, in 5 oko ota ccwiokeesuee’ 217, bay 640 273,855,016 
Miscellaneous operations ...........«.. 5,539,818 7,513,519 
NEL a: d-wadunp suis es cline epenieuaeemseaee 28, 219, 140 $i, "643, 829 
Transportation for investment—Cr..... 562, 651 1,006, 159 
Railway operating expenses......... 440,621,007 566,256,465 
Net revenue from railway operations....... 101,965,798 136,455,272 
Ratlway taAX ACCTUBIB....ccccccccocccccccces 49,081,520 53, "552, 164 
Uncollectible railway revenues.............. 137,218 146,589 
Railway operating income......... 52,747,060 82,756,519 
Equipment rents—Dr. balance.............. 13,946,487 15,785,712 
Joint facility rent—Dr. balance............. 5,061,399 4,915, "835 
Net railway operating income...... 33,739,174 62,054,972 
Ratio of expenses to revenues (per cent).... 81.21 80.58 


*Includes $9,372,637 increase from “Ex Parte 103.’’ 
tIncludes $3,700, 903 sleeping and parlor car surcharge. 
tIncludes $5, 110, 051 sleeping and parlor car surcharge. 
§Includes $179, 481 increase from “Ex Parte 103.” 


. SUBSTITUTE FOR SECTION 15A 


Representative Hoch, of Kansas, one of the members of the 
House committee on interstate and foreign commerce who Op 
posed retroactive repeal of the recapture provisions of section 
15a, said he had not decided whether or not he would file 4 
minority report. He said he proposed, in the committee, al 
amendment under which the basis for recapture in the past, 
there being no member voting for retention of recapture in the 
future, would be the entire period since the act was passed in 
1920. He said this would give the railroads the benefit of the 
lean years in that period. He said he also provided for com 
promise settlements as to recapture so that the Commission 
would be relieved from making an actual veluation in each 
case in order to determine the recaptureable amount. 
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Marking the Goods on Railroad Shelves 


Annual Cost of Railroad Tariff Publication Put at More Than $75,000,000— Total Number of 
Freight Tariffs Filed with Commission, 5,202,939—Publication Work Materially In- 
creased by Truck Competition—150,000 “Live” Tariffs— Centralization of 
Work of Tariff Publication in Territorial Bureaus on Increase 


By HoMER H. SHANNON 


what it has to sell will be two dollars a pair, or something 

else equally simple and comprehensible, a railroad publishes 
thousands of pages of tariffs covered with what to most per- 
sons are confusing and even mysterious symbols, rules and 
figures—one page referring to another, one publication referring 
to another, and so on. One result is that only highly trained 
experts can read the railroad ‘price tags”; another that many 
millions of dollars are spent in their production. 


Much has been said on the complexity and burdensomeness 
of railroad freight tariffs—often contrasted with suggestions 
as to what a lovely world it would be (for traffic managers, in- 
dustrial and rail, and many others) if this could all be changed. 
But, as With many other difficult aspects of life, the way into the 
open is reluctant to put in an appearance. 


It may be interesting, however, to take a look at just what 
is involved, in a physical sense, in the publication of freight 
rates and charges and all that goes with them—what is involved 
in keeping the public (or its experts in such matters) advised 
as to the services the railroads have to offer and the price they 
want for them, as well as to conform with requirements of the 
Interstate Commerce Commission in that respect. In a physical 
sense, the latter consideration could hardly be said to be in- 
consequential. It is reasonably well known that the Commis- 
sion not only has something to say from time to time, and says 
it, about what shall go into a railroad freight tariff, but also, 
in effect, says whether there shall be a particular tariff and 
gives explicit orders as to the way in which the material set 
out shall be arranged. 


All of that is more or less incidental to or a kind of back- 
drop for the general purpose of this article, which is to “give 
a picture” of some of the physical aspects of railroad freight 
tariff publication—one of the hundreds of industries the rail- 
roads are engaged in by virtue of their being in the transpor- 
tation business. Nothing like a complete picture can be 
promised, but it may be possible to fill in enough of the out- 
lines so that a clever person may get a fairly good notion of 
what the completed picture would look like. 


[vt of being able to tell prospective customers that 


Chicago Agencies Spend $1,500,000 for Printing 


To do this, it is, perhaps, best to start in a small way— 
or, at least, to start somewhere or some place. The Central 
Freight Association, Illinois Freight Association, Trans-Conti- 
nental Freight Bureau, and Western Trunk Line Committee, 
four of the eleven important territorial] agencies or bureaus 
that issue tariffs for a large number of individual lines, spend 
in the neighborhood of a million and a half dollars a year 
merely for printing the tariffs they issue. Records of the last 
few years indicate that their tariff printing expenses are getting 
higher year by year. The. printing expense given includes 
nothing for the expense of preparing the copy for the printer, 
for distribution, or any of the other expenses involved in getting 
the price tag into the hands of the customer. 

These associations have outstanding a total of some 600 
tariffs containing rates or other provisions concerning charges 
of the lines for which they are authorized to speak. As an ad- 
mittedly rough estimate, the individual tariffs would average 
about fifty pages each. Under the Commission’s rules of tariff 
publication, supplements to an original tariff may be issued to the 
extent of one-third the number of pages in the tariff itself. That, 
too, is a rough generalization, as the rule covering issuance of 
supplements is complicated by a large number of considerations, 
such as the size of the original tariff and other matters. Not 
infrequently, a tariff publishing agent gets permission from the 
Commission to issue supplements in violation of the formal rules. 
Such special permission must be received, however, before the 
physical considerations laid down in the rules may be violated. 

Practical necessity has, in instances, required the issuance 





of as many as a hundred supplements to an individual tariff. 
By actual count, 127 of the outstanding or “live” tariffs of one 
of the Chicago agencies, with their supplements, average 168 
pages each, 

Aside from the 210 “live” tariffs of its own issue, the asso- 
ciation is “party to” perhaps thirty or forty tariffs issued by 
other tariff publishing agencies. 


Individual Lines Have Burden 


This should make a reasonably impressive picture, but it 
is only one aspect of an extensive panorama. Tariff compilation, 
in all probabiity, involves materially greater expense than the 
actual printing. An effort to obtain a generalization on that 
point from those engaged in the work was unsuccessful, except 
that facts surrounding the compilation of individual tariffs were 
elicited. After the compilation and printing, the job of distri- 
bution must be attended to. Then, of still greater significance, 
many individual lines publish as many tariffs as any of the 
agencies. As a rule, they are not as large as those published 
by the agencies and the distribution is not as great, but, in 
terms of printed pages, the great volume of the work is per- 
formed by the individual lines. That does not mean, however, 
that the main features of the tariff structures of the country are 
not contained in agency tariffs. 

The volume of work required by tariff compilation has 
shown a rapid increase in the last few years. Efforts of the 
lines and their tariff publishing agencies to meet truck compe- 
tition by adjustment of transportation prices has been one of the 
most important causes for this. Commission orders requiring 
extensive revisions in rates are another. A third is that dimin- 
ished volume of traffic, because of general business conditions, 
has resulted in a more intensive effort on the part of indi- 
vidual lines and groups of carriers to obtain what traffic there 
is, or to “create” traffic by making it profitable to move things 
from one place to another over rail lines. 


Competition Increases Work 


A representative of one of the associations expressed the 
opinion that the output of his organization, in printed pages 
of tariffs, was about a third over what might be considered 
normal. When figures on pages published for the last three 
years were obtained, however, the increase was shown to 
be not quite so great. Figures for the country, showing the 
total number of tariffs published in recent years, indicate 
a still smaller increase in the actual physical volume of 
output than do those for this association. The evidence on 
that point is not wholly conclusive, as all the facts are not 
available. Every tariff-publishing agency knows that it has 
had more than usual to do recently, regardless of the number 
of pages it has turned out. It is explained in this connection 
that compiling a tariff to meet truck competition is largely orig- 
inal work and is far more destructive of the brain cells of the 
employes of the tariff departments than the run of work required 
by Commission orders and other more routine labor. 

Perhaps the best index of the volume of the tariff publish- 
ing work for the country is the record of the number of tariffs 
filed with the Commission. Last year there were 110,420 tariffs 
filed, of which 1,319 were rejected. That compares with the 
previous four years as follows: 1927, number filed, 94,942, of 
which 1,144 were rejected; 1928, number filed, 93,672, rejected, 
970; 1929, filed, 100,659, rejected, 1,066; 1930, filed, 110,583, re- 
jected, 1,327. 

It is estimated that the average number of pages to the 
tariff is 20. That indicates that tariffs and supplements pub- 
lished in the last two years totaled something in excess of 
2,200,000 pages each year. A conservative estimate as to the 
page printing cost is given as fifteen dollars, making the annual 
tariff printing cost to the railroads in excess of $33,000,000. It 
seems not unreasonable to suppose that the total cost of produc- 
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ing the railroad “price tags,” including compilation and dis- 
tribution, would be not less than $75,000,000—perhaps consider- 
ably more. 

Compilation Expense 

That rather startling figure as to what it costs the railroads 
to keep the citizens of the country and the Commission advised 
as to prices may be more or less of a guess; but, so far as 
known, it is the best that can be done, principally because of the 
uncertainty with respect to compilation costs. But an extreme 
example of what they amount to is given in connection with the 
issuance of class rate tariffs published by the eastern and 
western lines in response to the Commission’s orders in the 
eastern and western trunk line class rate cases. It was known 
well in advance of the decisions, of course, that the rates would 
be on a mileage basis. That required a complete check of the 
mileages in the territories. For that work, a force of clerks, 
at time numbering as many as three hundred, was at work for 
’ approximately three years. The cost of printing these tariffs 
was many thousands of dollars, which was no more than “a 
drop in the bucket,” compared to the total cost of getting out 
the tariffs. 

The requirement of the Commission in its last tariff circu- 
lar that specific routing instructions be contained in tariffs 
notoriously increased the work of the tariff-publishing agencies 
and the number of tariff pages required. Merely as one of 
the more or less random details illuminating the physical side 
of tariff publication, a check of four tariffs issued by one of the 
associations shows a total of 2,600 pages, of which 124 set out 
incomplete routing. The complete routing required by the 
Commission’s order in Tariff Circular No. 20 will require approxi- 
mately 3,155 additional pages of routing—or considerably more 
than the number of pages now in the tariffs. There are many 
similar instances. The largest tariff ever printed was a rout- 
ing guide published by the Chesapeake and Ohio, containing 
2,236 pages. 

Another phase of the tariff publishing business not without 
interest is that centralization in principal] territorial agencies 
is taking place. For instance, the several class rate tariffs 
issued to comply with the orders in the two class rate cases 
canceled more than 1,000 tariffs of individual lines as well as 
numerous agency tariffs. Only a few years ago, rates on basic 
commodities, such as coal, grain, lumber, and road building 
materials, appeared only in tariffs of indivdual lines. All class 
rates and a majority of those on so-called manufactured articles 
now are in the bureau tariffs, as well as many of those covering 
basic commodities. 

Biggest Distribution Job 


The tariff publication that, perhaps, receives the widest 
distribution is the Consolidated Classification. It is reissued 
approximately every year and a half or two years and goes to 
the four corners of the world. The last one was issued in 1930, 
with another to come this year. The current issue consists of 
557 pages of regulations, traffic descriptive material, etc., and 
158 pages of index. A total of 247,855 pounds of paper was 
required to print it, not including covers. Fifty supplements 
have been promulgated to the current issue. The tariff pub- 
lishing rules limit supplemental material to a third of the 
number of pages in the classification, but relief from that limi- 
tation was received for recent supplements. Baggage, mail, 
and express facilities are employed in distributing an issue, 
principal railroad requirements going out in 400-pound wire- 
bound boxes. The consolidated classification is in use by all 
the railroads in the United States, of which there are in the 
neighborhood of 1,500—1,348 steam railroads having made an- 
nual reports to the Commission last year. Approximately 
60,000 copies of the classification go to the railroads to serve 
their general offices and tariff posting needs. In round num- 
bers, there are 17,000 shippers and organizations—spead from 
Chicago to the other side of the world and back again—on the 
mailing list receiving the classification and supplements. 

Relative to its total contents, the compilation of a new 
classification involves little original work. It is in a real sense 
an accumulation of a hundred years of railroading, with rami- 
fications running much farther back into history. Each new 
issue incorporates material supplemental to the last issue and 
any accumulation since the last supplement. Compilation of 
the index takes from two to six clerks about three weeks, due 
to its elaborateness. To facilitate its use, the classification is 
cross-indexed and sometimes triple indexed, in that respect 
going much farther than freight tariffs, which are indexed only 
on the noun. 

Supreme Court of Tariff Publications 


What might be called the supreme court of tariff publica- 
tions is the “official” file of the Commission in Washington. 
The files of current and canceled tariffs contain 5,202,989 freight 
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tariffs, 746,389 passenger tariffs, 146,601 express tariffs, ang 
4,650 pipe line tariffs. It is estimated that the freight tariffs 
have 104,058,780 pages. The files are supposed to contain every 
tariff officially promulgated since April, 1887, when the act to 
regulate commerce, now a part of the interstate commerce act, 
went into effect. Besides the current and canceled “officia)” 
files, contained in a room with 5,400 square feet of floor space, 
the Commission maintains a public tariff file, open to inspec. 
tion by the public. The official and public files of current 
tariffs contain all tariffs accepted in the last ten or twelve 
years. There are 27,300 binders or volumes of tariffs in the 
current official file and 12,000 in the official canceled file. 

In addition to the tariffs themselves, the Commission’s files 
contain millions of letters of transmittal. These are regarded 
as highly important, as each shows that a tariff was sent ip 
by someone with supposed authority to send it. In at least 
one instance, a railroad asserted that it had not filed a tariff 
that was submitted in evidence in a Commission case to show 
what a particular rate was. The Commission was able to 
produce the letter of transmittal signed by a general officer 
of the company that had denied the authenticity of the tariff. 
The letter of transmittal was deemed to show that the tariff 
had been regularly filed and that the rate shown in it was the 
legal rate. 

Another file room contains powers of attorney, showing 
that the men named therein have been appointed agents of 
certain carriers authorized to file tariffs for them. The files 
also contain what are called concurrences—documents showing 
that railroad “A” concurs in what has been done by railroad 
“B,” and desires to become a party to the tariff mentioned 
in the concurrence. These powers of attorney and concur. 
rence run into millions. They go back only to 1907, however, 
when that method of preparing and filing tariffs came into use. 

Estimates as to the number of tariffs now in effect vary 
greatly. A general opinion among those familiar with tariff pub. 
lications is that the number of “live’’ tariffs is about 150,000— 
more pages and words than a man would care to read in an 
afternoon. There is no complete agreement as to what con- 
stitutes a “live” tariff. There are tariffs carrying one or two 
rates that are still in effect, while the thousands of other rates 
in such tariffs have been canceled. The few ‘live’ rates are 
carried in the all but dead tariffs, generally, on account of 
some phase of a Commission decision. Nothing in the way of 
a tariff, it is said, ever becomes a scrap of paper to be sold 
to waste paper dealers. 


RAIL SAFETY RECORD 


“The railroads of the United States in 1931 established an 
extraordinary safety record in the transportation of passengers,” 
says the American Railway Association. 

“Only four passengers lost their lives in train accidents in 
1931, the lowest number of fatalities ever reported to the Com- 
mission in any one year. This was a reduction of three under 
the previous low record of seven in. 1930 and a reduction of 
32 under the number of passenger fatalities in 1929. The rela- 
tive reduction in passenger fatalities in 1931, compared with 
1930, was more than twice as great as the reduction in passenger 
miles. 

“Of the four passenger fatalities last year, three resulted 
from one accident, when a passenger train was derailed. The 
fourth fatality resulted from a collision between two trains. 

“For each fatality in train accidents, the railroads carried 
150,093,000 passengers. This was the highest average ever at- 
tained by the railroads of this country. 

“In 1930, there was one fatality for every 101,141,000 pas- 
sengers carried, which up to 1931 had been the best previous 
record. 

“The number of passengers injured in train accidents in 
1931 was also a new low record for any year, 493 having been 
reported, compared with 790 in 1930. For every passenger it- 
jured in 1931, the railroads carried 1,218,000 passengers. In 
the preceding year the railroads carried 896,000 passengers for 
every passenger injured. 

“This remarkable safety record in 1931 has been brought 
about by the railroads through improvements in and the better 
physical condition of equipment, installation of heavier rail, 
constant improvements in signaling devices and operating 
methods, and through the concerted efforts of both officials and 
employes to promote safety in every way possible.” 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for Feb- 
ruary, 1932, shows 6,675 cars held overtime—a percentage of 
05.73—as against 9,420 cars—a percentage of 05.72—for February, 
1931. 
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NEW LUW 
PRICES! 


agente 1%-ton truck — 130- 


inch wheelbase—famous for its . 


75-horsepower engine and rugged 
strength, is now offered at an even 
lower price —$670. It is the most 
powerful truck ever priced so low. 


There is also a new 14-ton chas- 
sis—141-inch wheelbase—designed 
specially for panel, stake and plat- 
form bodies. At $695 it is the big- 
gest truck value in its field. 


Marked economy of operation and 
dependability is obtained in Stude- 


baker trucks because of the well de- 
signed, finely balanced 6-cylinder 
engines, husky axles and sturdy con- 
struction throughout. The Studebaker 
6-cylinder engine develops a full 
flow of power at low engine speeds: 


35 H. P. at 1200 R. P. M. 
50 H. P. at 1760 R. P. M. 


60 H. P. at 2180 R. P. M. 
75 H. P. at 3200 R. P. M. 


Studebaker’s gain of 127% in registra- 
tions last year when the industry lost 
23% was due to outstanding VALUE. 





fan belts. Standard S. A. E. body lengths. 










AT THE FACTORY 


























1%-TON CHASSIS 






130” Wheelbase. . . . . . $670 
141” Wheelbase. . . . . . 695 
165” Wheelbase. . . . . . 745 







Dual rear wheels at small extra charge 


2-TON CHASSIS 
141” Wheelbase. . . . . . $895 
153” Wheelbase . . . . . . 920 
165” Wheelbase . 945 


3-TON CHASSIS 


























141” Wheelbase . . . . . . $1350 
153” Wheelbase. . . . . . 1375 
165” Wheelbase . . . . . . 1400 











183” Wheelbase . 1425 


Auxiliary transmission and B. K. Booster Brake 
standard at no extra charge on 3-ton chassis. 























Prices at factory. Bumpers and spare tires extra. 
Cabs and all standard bodies available on all 
chassis. Auxiliary springs optional at extra cost. 


















FEATURES—75 H. P. 6-cylinder engines. 
Electro plated pistons. 4-speed transmissions. 
Full channel depth cross members. Full float- 
ing rear axles. 20-gallon gasoline tank. Dual 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
mature that confront persons dealing with trafic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to simple question relating to the law of interstate 
transportation of freight. tr man of leng experience and wide knowi- 
edge will answer questions relating to practical tr a ag We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may aopees to us unwise to answer or that involves a 
situation tee complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Sales—Passage of Title to Goods—Effect of Consignor Signing 
No Recourse Provision of Bill of Lading 


New York.—Question: We have noted with interest your 
article under “Questions and Answers,” in the February 27, 1932, 
issue of the Traffic World, page 47, relative to stipulation ap- 
pearing on the uniform bill of lading, which stipulation is for 
the purpose of protecting the consignors’ interests in the event 
that carriers deliver shipments to comsignees without having 
cellected freight charges thereon. 

The contract terms, as shown in Section 7, were revised as 
of August 1, 1930. The new terms do not relieve the consignor 
of the responsibility for payment of freight charges in the event 
that he still retains title of the goods after delivery has been 
effected. 

Accordingly, therefore, if the shipper signs the stipulation 
appearing on the face of the new form of bill of lading, may 
the inference be made that title is released to the goods? We 
have in mind particularly the usual form of contract which pro- 
vides for the sale of goods on an f. o. b. plant basis, and in the 
event that consignee should be found insolvent at the time of 
delivery of goods, can shipper retain title, even though stipula- 
tion has been signed, merely by payment to the carrier of the 
freight charges due, and in turn carrier may claim no further 
interest in the shipment? 

Answer: In our opinion title to the goods has no relation 
to the question of liability for freight charges. The stipulation 
provided for in Section 7 of the Uniform Bill of Lading Contract 
Terms and Conditions is effective, if at all, regardless of where 
title to the goods rests. 

Answering the question in the third paragraph of your letter, 
our opinion is that the signing of the no recourse stipulation in 
the bill of lading does not raise the inference that title to the 
goods is released. 

Where goods are sold f. o. b. plant the presumption is that 
title to the goods passed to the consignee at the time the goods 
were delivered to the carrier for transportation. Where title 
to the goods has passed to the consignee by delivery thereof to 
the carrier, only the right of stoppage in transit by reason of 
the insolvency of the buyer exists, which right must be exer- 
cised prior to the delivery of the goods to the buyer. 

Ordinarily the right of a consignor to stoppage in transitu 
remains so long as the goods are in possession of the carrier 
and not afterward. 

Tariff Interpretation 

Virginia—Question: Agent Speiden’s I. C. C. 1337, page 
241, Item 5762, publishes a rate of 90 cents from Birmingham, 
Ala., to Philadelphia, Pa., in connection with a commodity de- 
scription reading: 


Meats, fresh, as per Southern Classification (not including dressed 
poultry), straight or mixed carloads, minimum weight as per South- 
ern Classification. 


Item 5765, page 242, published a rate applying on cured 
meats and lard, rated seventh class in Southern Classification, 
straight or mixed carloads. What is the proper charge to apply 
on a shipment billed as 26,653 pounds of fresh meat and 3,646 
pounds of cured meat? 

“A” claims that reference to the classification for the mini- 
mum and the application on straight or mixed carloads author- 
izes the application of Item No 3, page 250, Consolidated Freight 
Classification No. 6, on carload rate applying to each weight. 

“B” claims that restriction in the commodity description to 
“fresh meat” will not permit the application of this item, as both 
fresh and cured meat are in the car, that the proper rate is the 
commodity rate on fresh meat and the applicable less than car- 
load rate on the cured meat. Rule 10 of Consolidated Freight 
Classification is restricted in its application to commodity rates 
and, therefore, cannot be applied. This will result in an ap- 
parently excessive charge on the shipment, but is it not the 
proper interpretation of the tariff? 
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Answer: In our opinion, Item 5762 of Agent Speiden’s |, ¢ 
C. 1337 applies on straight carloads of fresh meats, salted or not 
salted, as named in Items 10 to 20, and Item 22, on page 347 of 
the Consolidated Classification, the applicable minimum weight, 
being those provided for in those items of the classification, 

Item 5762 also applies on mixed carloads of fresh meats, ag 
listed in Item 7, page 349 of Consolidated Classification, the 
minimum weight being as provided in this item. Item 5762 als 
applies on carloads of fresh salted meats as listed in Item 
page 249 of the Consolidated Classification, the minimum weigh 
being as provided in this item. 

In our opinion, Item 2, page 350 of the Consolidated Claggj. 
fication, is not applicable in connection with Item 5762, as it 
provides for the mixture of fresh and cured meats, while the 
application of Item 5762, of Agent Speiden’s I. C. C. 1337, js 
limited to fresh meats, salted or not salted. 

Item 5762, in our opinion, applies on straight and mixed 
carloads of cured meats, and lard, rated Seventh Class in Item 
27, page 347, Items 1, 3 and 5, page 348, Items 1 to 4, page 349, 
of the Southern Classification, as amended, minimum weight 
26,000 pounds, as provided for in Item 5765. 

Section 2, of Rule 10 of the Classification, provides that tha; 
section does not apply in connection with commodity rates, 
As to its application in connection with class rates, see ou 
answer to Indiana, page 1068 of the April 19, 1930, Traffic World 
and to Ohio, page 1080, November 14, 1931, Traffic World. 

However, Section 4 of Rule 10 does not provide that it will 
not apply in connection with commodity rates. 


Delivery to Carrier—What Constitutes 


New York.—Question: We would like very much for you 
to give us your opinion on the following question: 

To what extent is a railroad company responsible for ma- 
terial: 

1, On the dock peice to the expiration of free time. 

(a) When shipping instructions have been given but shipment not 
to move until expiration of free time. 

(b) When shipping instructions will not be furnished until just 
before the expiration of the free time. 
_ 2 When material is loaded in cars prior to the expiration of free 
time, no shipping instructions have been given. 

3. When material is loaded in cars, shipping instructions having 
been given, but receipt has not been issued by the railroad nor loco- 
motive attached. 


Answer: Answering paragraph (a) of Question 1: 

It is well settled that, where the carrier is directed by the 
shipper to do that which is incompatible with its common-law 
duty as carrier, as, for instance, not to forward the goods until 
further orders, there is no such delivery and acceptance as 
will render the goods liable as such. Under these circum- 
stances it is liable only as an ordinary bailee, so long as such 
special instructions are operative. St. Louis, etc., R. Co. vs. City 
Bank, 112 S. W. 154; O’Neill vs. N. Y. C., etc., R. Co., 60 N. Y. 
138. Where the shipper revokes the order and gives orders 
to forward the goods the liability as carrier immediately at- 
taches. So. Express Co. vs. McVeigh, 20 Gratt. (61 Va.) 264. 

Answering paragraph B, of question 1. 

Notwithstanding the goods are in the actual custody of 
the carrier, its liability as such does not attach before shipping 
directions have been given, and its liability is that of a ware 
houseman only. Fuller vs. Ill. Cent. R. Co., 164 Ill, Ap. 284; 
Mich. Southern, etc., R. Co. vs. Shurtz, 7 Mich. 515. 

Answering question No. 2. 


In Basnight vs. Atl., etc., R. Co., 16 S. E. 323, it was held 
that notwithstanding the loading of goods on a car furnished by 
a carrier there could not be said to be a delivery for trans 
portation where no directions have been given as to their des 
tination. 

In Alabama Great Southern Ry. Co. vs. Mt. Vernon Co., 3 
So. 356, it was held that where cars were switched off onto 4 
side track, to remain there until shipping directions were givel, 
the carrier did not become a common carrier in respect to the 
freight thereon until shipping directions were furnished, 
although it had been the custom of the carrier to recelve 
freight without other notice than its being placed on the side 
track. 

Answering question No. 3. 

The liability of a carrier as common carrier begins with 
the actual delivery of the goods for transportation, and n0t 
merely with the formal execution of a receipt or bill of lading; 
the issuance of a bill of lading is not necessary to complete 
delivery and acceptance. See Lakeman vs. Grinnell, 18 N. Y. 
Super. 625; Dunnington vs. Louisville, etc. R. Co., 153 S. W. 750; 
Texas Midland R. Co. vs. Edwards, 121 S. W. 570, in which cases 
it was said that the fact that the bill lof lading had not beet 
issued is not the sole criterion as to liability on the part of 
the carrier; that if the facts show delivery to the railroad fo 
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Canada Atlantic Transit Co. of U. S. 


RAIL-LAKE DIFFERENTIAL SERVICE 


Service Resumed for the Season of 1932 


SHORT WATER HAUL 


SAVING IN FREIGHT CHARGES 


Route Your Freight Moving Between Central, 
Western and New England States via 


Canada Atlantic Transit Co. 


And from 


New York City Route via Pier No. 29 E. R., Central Vermont Ry., 
Canadian National Ry., Canada Atlantic Transit Co. 


EASTERN AGENCIES 


H. A. CARSON, G. F. A., L. C. DEVER, Gen, Agt., M. P. CUNNINGHAM, Gen. Agt., J. M. SPARLING, G. F. A., 
80 Federal Street, 1400 Woolworth Bldg., 39 Church Street, 15 India Street, 
Boston, Mass. New York City, N. Y. New Haven, Conn. Portland, Maine. 


WESTERN AGENCIES 


O. B. DURAND, Gen. Agt., A. PICK, Gen. Agt., D. G. SHEEHAN, D. F. A., 
112 West Adams St., 706 Grand Avenue, 611 No. Broadway, 
Chicago, Ill. Kansas City, Mo. Milwaukee, Wis. 


C. J. PIPER, Gen. Agt., H. &. WALMSLEY, Gen. Agt., W. H. BURKE, Gen. Agt., R. M. STUBBS, Gen. Agt., 


125 Third St. South, 319 Farnham Street, 314 No. Broadway, 335 Robert Street, 
Minneapolis, Minn. Omaha, Nebr. St. Louis, Mo. St. Paul, Minn. 


J. M. WIESNER, Agent RAY CLARK, A. G. F. A. J. B. HECKENDORN, General Agent 
5 West Water St. 112 West Adams St. East End Randolph St. Viaduct 
Milwaukee Chicago, IIl. Chicago 
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immediate transportation, then its liability as common carrier 
has attached. 


Liability of Carrier as Warehouseman 


New Jersey.—Question: A shipper delivers a carload of 
freight to a railroad freight station, that is marked or intended 
to be forwarded to a point in another state. The shipper re- 
quests the freight agent that the freight be held for shipping 
instructions which were not given to the freight agent until 
thirty-six hours had elapsed. The bill of lading, of course, 
had not been presented to the carrier’s representatives for 
signature on receipt of the shipment. 

If, while the shipment was in the freight house and the 
shipment was partially or totally destroyed by fire, to what 
extent would the carrier be liable for the shipment, provided 
the cause of the fire was unknown. 

Answer: Even though the goods are in the actual custody 
of the carrier, its liability as such does not attach before ship- 
ping directions have been given, and its liability is that of a 
warehouseman only. The transportaton of goods and the stor- 
age of goods are contracts of a different character; and though 
one person or company may render both services yet the two 
contracts are not to be confused; because the legal liabilities 
attending the two are different, the person may, in the character 
of carrier, be liable for a loss from which, in the character 
of warehouseman, he would be exempted, since the common 
law imposes no duty on a common carrier to render service as 
warehouseman, other than such as are necessarily incident to 
the transportation of the property. The liability of a carrier, 
as such, with some few exceptions, is practically that of an 
insurer, while the duty of a carrier as warehouseman is not 
that of an insurer but merely to exercise ordinary care. 

The storage of the goods does not create a new contract, 
and the action against the carrier for negligence in keeping 
the goods at their destination may be based on the contract 
of shipment. As the action against the carrier as warehouse- 
man is founded on negligence, the burden of proving negligence 
is on plaintiff, and also of showing that such negligence was 
the proximate cause of the loss or injury complained of. But, 
as in the case of other bailments, the unexplained failure to 
produce and to deliver the goods is generally sufficient to make 
out a prima facie case for plaintiff. The custody of the goods 
being shown to have been in the carrier, and their loss or 
the failure to produce them being established, the burden of 
showing that there was no negligence, or at least of explaining 
the loss in a manner not prima facie negligent, is usually held 
to rest on the carrier. This burden, it hag been said, is not 
merely the burden of going forward with the evidence, nor a 
shifting burden, but a burden of establishing before the jury 
the absence of negligence. On the question of care, evidence 
that the care used about the keeping of the freight was such as 
carriers exercised with similar freight is competent, but not 
controlling, evidence on the question of due care. On the 
question of negligence in storing goods in an unsafe place, 
evidence is admissible which shows the condition of surround- 
ing buildings and that smoking in the locality had been pro- 
hibited by ordnance. The presumption of negligence raised by 
a proof of failure to deliver goods on demand is not rebutted by 
mere proof that the goods cannot be found without any affirma- 
tive explanation of their disappearance. Ordinarily the ques- 
tion of negligence is for the jury, but where there ig no dispute 
as to the facts, the question of whether the goods have been 
properly cared for may become one of law. 

See. the following decisions of the courts which apply the 
principles set forth above. Boies vs. Hartford, etc., R. Co., 37 
Conn. 272, 9 Am. R. 347; Sou. Ry. Co. vs. Prescott, 240 U. S. 
632, 36 S. Ct. 469; Barrett vs. Fournial, 21 Fed. (2d) 298; Lehigh 
Valley R. Co. vs. State of Russia, 21 Fed. (2d) 406; La. & N. 
Ry. Co. vs. Moore Dry Goods Co., 2 S. W. (2d) 1113; Viano vs. 
Davis, 258 S. W. 69; Fort Smith & W. R. Co. vs. Syracuse 
Portrait Co., 245 Pac. 600; Armstrong Rubber Co., Inc., vs. 
Erie R. Co., 187 Atl. 596. 


Delay—Liability of Carrier Where Shipper Not Notified of Possi- 
bility of Delay 


Indiana.—Question: During the past season we shipped a 
car of watermelons from a point in Georgia to Atlanta, for diver- 
sion. We sold this car to a party in the state of Illinois, rout- 
ing. the car as per his instructions. The car arrived at des- 
tination considerably delayed, and was refused. We entered 
freight claim agaitist the delivering carrier for loss due to delay. 
Upon receipt of the claim, the delivering carriers informed us 
that the delay on this car was due to the fact that they only 
maintained tri-weekly service to this destination. 

Please advise us whether or not the carriers are liable for 
this delay. There is another road that makes delivery to this 
destination and maintains daily service. We contend that in- 
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asmuch as watermelons are perishable that the carriers electing 
to handle them should maintain adequate service. 

If you know of any decisions covering this point, pleas, 
advise us. 

Answer: We do not locate decisions of the courts which 
cover facts entirely similar to those set forth by you, but jt 
is the duty of a common carrier to deliver goods received for 
transportation at their destination within a reasonable time, ang 
it has been held that the fact that the goods were traps. 
ported in the scheduled time of its trains does not relieve g 
carrier from liability for damage if the goods are not delivereg 
within a reasonable time. See St. L. S. F. & T. Ry. Co. vg, 
Armstrong, 166 S. W. 366. In this case the court said: 


Moreover, the material question relating to the time occupied jp 
the several transportations was not one of train schedule, but one 
of negligence vel non. If the time consumed was not unreasonable 
the jury under the court’s charge was not authorized to find for the 
plaintiff. If it was, no schedule would justify. All assignments rais. 
ing the question so presented must therefor be overruled. See City 
of Dallas vs. Beeman, 55 S. W. 762 (Tex.); H. & T. C. R. R. vg 
George, 60 S. W. 313; G. C. & S. F. Ry. Co. vs. Porter, 61 S. w. 
343; T. & P. Ry. Co. vs. Currie, 76 S. W. 810. 


See, also, St. L. & S. F. R. Co. vs. Shepard, 139 Pac. 833, 
240 U. S. 240, 36 S. Ct. 274. 

Furthermore, where goods are tenderd to a carrier for trans. 
portation, it is bound to advise the shipper as to any cause 
likely to delay transportation, which cause is within its know: 
edge, or within its fair and reasonable means of knowledge, ani 
not within the knowledge of the shipper; and, if it fails jp 
its duty in this respect, a delay in the transportation of the 
goods will not be excused, and that, too, irrespective of the 
nature of the cause. A. C. L. R. Co. vs. So. Georgia Milling 
Co., 161 S. EB. 282; P. & S. F. Ry. Co. vs. Liske Grain Co., 13 
S. W. (2d) 144. 

The acceptance of goods for shipment without notifying 
the shipper of the fact that they cannot be promptly delivered 
is tantamount to an assurance that they will be delivered within 
a reasonable time, except for the intervening of excusing causes 
of subsequent occurrence. This duty is in no way dependent 
on special agreement, but is a part of the duty imposed by law 
on carriers; and the reason why the law has imposed it on the 
carrier is to give the shipper an opportunity to exercise his 
own discretion as to the propriety of making the shipment— 
to choose between the different courses open to him. Mo., etc. 
R. Co. vs. Stark Grain Co., 3 S. W. 410. 


Routing and Misrouting—Conflict Between Rate and Route in 
Bill of Lading Covering Movement from Transit Point 


Michigan.—Question: We would like to have your advice on 
the following: 


Six months ago we tendered six carloads of feed to carrier 
A, and, at the same time the bills of lading were submitted we 
gave them shipping instructions showing inbound reference to 
the billing used, showing thereon origin, rate, routes, etc. 


It now develops that the billing used on the shipments in 
question was subject to the origin carrier’s routing guide, and 
that the routing used from the milling point to the final des- 
tination is not provided for. Consequently the carrier refused 
to protect the through rate on which the original charges were 
collected, and has, therefore, presented us with balance due 
bills which we have declined, contending that the obligation 
lawfully rests upon the carrier’s agent to refrain from execut- 
ing a bill of lading which contains provisions that cannot lavW- 
fully be complied with, or provisions which are contradictory 
and therefore impossible of execution. We:believe that there 
is a ruling to the effect that where the rate and the route are 
both given by the shipper in the shipping instructions and 
rate given does not apply via the route designated it is the duty 
of the carrier’s agent to ascertain from the shipper whether 
the rate or the route given in the shipping instructions shall 
be followed. 

When the shipping instructions in question were submitted 
to the Inspection Bureau, who also act in behalf of the carrier, 
same were authorized and on the same day passed on to the 
carrier’s agent, who signed the bills of lading and retained a 
copy of the shipping instructions. 

Your opinion as to the legality of these additional charges 
would be greatly appreciated. 

Answer: It is not entirely clear whether there was a coD- 
flict in the billing from the transit point within the principle of 
the Commission’s decision in Altitude Petroleum Co. vs. F. W. 
& D. C. R. Co., 118 I. C. C. 573. If so, while we can locate n0 
decisions of the Commission specifically ini point, it is our 
opinion that the principle of the above case is applicable. 

This would seem to follow from the Commission’s findings 
in Carolina Portland Cement Co. vs. Director General, 57 I. C. ©. 
496, to the effect that, in the absence of routing instructions, 
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Nice trip down around the islands... Seattle is characterized by Port faci- 
but it doesn’t help the freight. It’s really ities among the most modern of any 


city in the world. Because of prox- 
imity to the vast westward markets, 
it has enjoyed phenomenal growth. 
By direct routes from the Port of 
Seattle, merchandise is shipped to 


more like a detour than a tour.... 


But seriously . . . to save time and money... 
route all Oriental shipments the direct way... 


via Seattle . . . the nearest United States port to princigal gocte of Geen Detain, Con- 
the Orient. tinental Europe, Africa, Australia, 

. ; ee South America, Hawaii, Japan, 
You enjoy the same terminal facilities . . . mod- China, The Philippines and Siberia. 
ern in every detail .. . the same careful handling Approximately 142 steamship lines 
of your goods as in other ports and in addition operate to and from the port an aver- 


age of 122 ships per day. ‘These and 
many other illustrated reasons, re- 
sponsible for Seattle’s growing im- 
portance in world shipping are 
contained in an attractive Port Book 


—you save hours and days and sometimes weeks 
in transit time. 


Route your next shipment to the Orient VIA 


SEATTLE. It’s just as nice a trip for the —yours for the asking. 
freight and your oriental customers will appre- BELL STREET TERMINAL 
ciate the consideration. Seattle, Washington 
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carriers must forward shipments from the transit point via the 
route which will produce the lowest total charge from point of 
origin to point of final destination; also the Commission’s hold- 
ing in Gibson Fruit Co. vs. C. & N. W. Ry. Co., 21 I. C. C. 644, 
cited in Empire Lumber Co. vs. Director General, 88 I. C. C. 
424, that in executing reconsigning order the provisions of 
Conference Ruling 474 (c) were applicable. 


Tariff Interpretation—Meaning of Term “Originating On” 


Texas.—Question: Are carload shipments of tomatoes, orig- 
inating in Mexico, subject to the penalty provided in Item 113, 
S. W. L. Tariff No. 1732-B, Johanson’s I. C. C. No. 2333, under 
the following conditions, viz.: 


(a) Shipments are not loaded in accordance with the requirements 
of S. W. L. Rules Circular No. 4-B, Johanson’s I. C. C. No. 2300. 

(b) Shipments move via the Rio Grande crossings to destinations 
in the United States; bill of lading being issued at Laredo, Tex., 
covering movement to destination, showing ‘‘Origin in Mexico,’ ‘“‘Ex 
Mexico,’’ or words of similar meaning. 

(c) There being no specific import rates published, the traffic 
is subject to the rates published in S. W. L. Tariff No. 151, Johan- 
son’s I. C. C. No. 2008. 

(d) The traffic is handled as through traffic; that is, it is not 
stopped at the border point any longer than is necessary for custom 
inspection, payment of duty, rebilling, etc. 


The writer is unable to locate a decision from the Interstate 
Commerce Commission exactly in point. If possible, would ap- 
preciate the citation to such a decision in connection with your 
answer. 

Answer: The provisions of Sections 2, 3, 4 and 5 of Item 
113, of Agent Johanson’s I. C. C. 2333, are, in accordance with 
Section 1 thereof, applicable on shipments originating at sta- 
tions in Arkansas, Louisiana (west of the Mississippi River), 
Oklahoma or Texas, except as provided in Section 6. 

We can locate no decisions of the Commission directly in 
point, but, in our opinion, the principle of the Commission’s de- 
cisions in Webster Bridge & Construction Co. vs. B. & O., 139 
I. C. C. 476; J. A. Adams & Sons Co. vs. V. S. & P. Ry. Co. 29 
I. C. C. 52; J. Allen Smth & Co. vs. Southern Ry., 53 I. C. C. 
127; Natchez Chamber of Commerce vs. St. L. I. M. & S., 58 
I. C. C. 155, applies in the instant case. 

In the case first cited the Commission said: 


Complainant also refers to a $1.145 combination rate composed of 
fifth class proportional rates of 23 cents to Savanna, IIl., and 46.5 
cents to Aberdeen, S. D., and a fifth class rate of 45 cents beyond. 
The 23 cent factor was subject to the following note: 

“Where reference is made to this note, the rates will apply to 
Savanna, * * * Ill., as proportional rates on traffic destined to points in 
the ‘‘Trans-Mississippi River territory, ‘as described below:’ ”’ 

Aberdeen is named in the list of points described below this note, 
but McIntosh is not. Complainant urges that in constructing a com- 
bintaion to McIntosh it is first necessary to determine the rate to 
Aberdeen, which can be constructed by the use of the 23 cent rate. 
The 23 cent rate is restricted to apply only on traffic destined to 
certain named points, in which McIntosh is not included. Interpret- 
ing the word ‘‘destined’’ to mean the destination of the traffic, the 
= — — is not available for use in constructing a combination to 

cIntosh. 


Tariff Interpretation—Application of Intermediate Rule 


Ohio.—Question: A question has come up relative to a 
rate on building brick moving from Cleveland to Springville, 
New York. 

According to the various lines, Springville takes the 
Rochester basis or $3.00 per ton, and we claim this is a com- 
modity or a specific rate. 

However, several lines claim the rate should be $2.50, as a 
rate of $2.50 applies to Buffalo, N. Y., for B. R. & P. delivery, 
and Springville, N. Y., is directly intermediate to Buffalo via the 
Erie, Salamanca, B. R. & P. route, and that this rate can apply 
under the intermediate clause. 

We would like to get your views in regard to this rate. 

Answer: Depending upon the terms of the intermediate 
rule, in the absence of a specifically published rate in the tariff 
carrying the intermediate rule or in another tariff, applicable 
via the route over which it is sought to apply the rate to the 
more distant point under the provisions of the intermediate 
rule, a rate made by use of the intermediate rule is the ap- 
plicable rate, notwithstanding that via another route or other 
routes specific rates are applicable. 


Limitation of Actions—Recovery by Carrier of Amount 
Erroneously Refunded as Overcharge 


Louisiana.—Question: Please see your answer to Missouri, 
on page 1134, of the November 21, 1931, Traffic World, under the 
above caption. 

Kindly advise if the Minnesota State Court in its decision 
in the suit of the Michigan Central Railroad vs. T. M. Partridge 
Lumber Company found that the three-year period of limitation 
ran from the original cause of action or from the date of the 
erroneous refund. 

We have a case, where a shipment originated in March, 
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1929, refund being made by carrier in July, 1930, which they 
now claim was made in error. 

We will appreciate your advice in this matter. 

Answer: The state court in the case to which you refer 
we understand, dismissed the case on the ground that the gy; 
was really one to collect charges “in respect of a shipmen; 
of property” and was therefore barred by the three-year staty. 
tory period of limitation, i. e., the period of limitation prescribeg 
in subdivision (a) of paragraph 3, of section 16 of the Inter. 
state Commerce Act. 

Under such a ruling the conclusion seems to follow that 
the provisions of subdivision (e) of paragraph 3, of section 15 
of the Act is applicable, which provides that the cause of 
action in respect of a shipment of property shall, for the pur. 
poses of this section, be deemed to accrue upon delivery oy 
tender of delivery thereof by a carrier, and not after. 


Sales—Cash Discount 


Washington.—Question: We are having an interesting dis. 
cussion with a firm in St. Louis who quote F. O. B. a Texas 
point and allow the freight from the face of the invoice. 


They attempt to allow the discount based on the value of 
the merchandise with the freight deducted, while we contend 
that the 1 per cent discount for ten days from date of invoice 
should be based on the value of the merchandise at the point 
in Texas. 


Have you any authority or do you recall any decision along 
this line? We find this firm is the only one in all the states 
we purchase from, who will not permit us to deduct the discount 
unless the freight is deducted first. 

Answer: The cardinal principle in the construction of all 
contracts, including contracts of sale, is to ascertain the inten- 
tion of the parties and give effect thereto, if it can be collected 
from the instrument and the circumstances without the violation 
of some settled legal principle. So the courts in the construc 
tion of contracts of sale for the purpose of arriving at the 
intention of the parties may look to the language employed, 
the subject matter and the surrounding circumstances. 

Apparently, it is customary to stipulate in the contract that 
freight charges are to be deducted before the amount of the 
discount is deducted. See Taussig vs. Southern Mill and Land 
Co., 101 S. W. 602. 

However, where there is no such stipulation the custom of 
the trade or the intention of the parties. as determined from the 
contract of sale would govern. If the rights of the parties 
cannot be determined in this manner, other considerations must 
govern. It seems to us that the amount of the freight charges 
paid by the consignee, presumably within ten days from the 
delivery of the shipment, from which time the 10-day period 
for discount runs, being an advancement. of the portion of the 
purchase price before the same becomes due, should be in- 
cluded in the amount to which the discount is to be applied. 
In other words, where a shipment is sold F. O. B. destination 
subject to a discount if paid within 10 days, and payment is 
made within that time, the shipment being billed with charges 
collect, the seller has in effect received the benefit, namely, the 
prompt payment of the entire amount of his invoice, which is the 
consideration for the discount allowed the buyer. 

We can locate no decisions of the courts relating specifically 
to this question. See, however, Chandler Lumber Co. vs. Badke 
(Wis.), 118 N. W. 185, in which it is held that the term free on 
board destination means that the plaintiff in order to perform 
its contract must deliver goods on board car at destination free 
to be taken by the purchaser without any obstruction, burden 
or impediment; that goods are not so delivered, when, in order 
to take them into his possession, he must discharge a lien 
thereon for freight. 


Limitation of Actions—Overcharge Collected by Carrier in 
Amount of So-Called Undercharge Paid by Carrier 


Virginia.—Question: In case of a duplicate collection, claim 
for which was not filed within the 3-year limit, has claimant any 
redress? 

You will understand from the above, that duplicate collection 
was made by carrier, and not detected or claim filed within 
the 3-year limit. 

‘Answer: The Commission has construed the effect of the 
decision rendered on February 19, 1923, by the Supreme Court 
of the United States, in Kansas City So. Ry. Co. vs. Wolf, 261 
U. S. 133, 43 S. Ct. 269, and paragraph 3 of Section 16 of the 
Interstate Commerce Act as prohibiting common carriers sub- 
ject to the act from paying subsequent to the three-year period 
of limitation contained in that paragraph claims for overcharge 
presented to the carrier by shippers or consignees either withil 
or subsequent to the said three-year period of limitation, unl?ss 
within said three-year period the claims have been presented 
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Now there is a greater Great Northern freight 
service to speed your shipments to and from 
California. Note the convenience of this ex- 
panded service between St. Paul, Minneapolis, 
Duluth, Winnipeg, Portland, Seattle, Tacoma, 
Spokane, Klamath Falls, Sacramento, Oakland 
and San Francisco and intermediate points. 
Through merchandise cars to and from the 
Pacific Northwest and California. 
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to the Commission or to a court of competent jurisdiction in 
accordance with the applicable provisions of said act. 

The construction the Commission has placed upon the de- 
cision in the Wolf case and paragraph 3 of Section 16 of the 
act would prohibit the payment of your claim by the carrier at 
this time, unless recovery could be had upon the theory that 
when the undercharge was collected by the carrier its account 
was satisfied and the shipper’s action for the recovery of the 
overcharge which was paid as a part of the undercharge claimed 
by the carrier could be collected in quasi contract, that is, that 
there could be a recovery of money paid under mistake of fact, 
the amount of which if retained by the carrisr would result 
in its unjust enrichment. As to such a suit, if it can be main- 
tained, the period of limitation would run from the date of the 
collection of the overcharge. On the other hand, it is more than 
likely that the matter would be treated as an entire transaction, 
that is, that the delivery of the shipment, the collection of the 
overcharge by the carrier and the filing of claims by the shipper 
for an overcharge would be treated as an entire transaction, 
in which event the date of the delivery of the shipment would, 
under the provisions of paragraph 3 of section 16 of the act, 
fix the date from which the three-year period runs. This latter 
view seems to be the basis of the Commission’s report in 
Crerar Clinch Coal Co, vs. A. A. R. R. Co., 118 I. C. C. 171, which 
case covered the collection of an overcharge included in the 
payment of an undercharge, the question being whether a com- 
plaint for the overcharge had been brought within the statutory 
time prescribed in paragraph 3 of section 16 of the act. 


BOX MANUFACTURERS MEET 


Improved container designs and consideration of transpor- 
tation changes affecting the container industry were among sub- 
jects considered at the thirty-third annual meeting of the Na- 
tional Association of Wooden Box Manufacturers, at Chicago, 
April 14 and 15. Some sixty-five representatives of box and 
shook manufacturers from points widely scattered over the 
country attended the meeting. In general, the discussions con- 
stituted a taking of stock as to the condition of the industry and 
charting of a course for the future. Continuation of intensive 
activity on the part of the association in behalf of the wooden 
container was stressed as highly important, with such matters 
as the development of new markets, development of standard 
practices with respect to materials and designs, and other mat- 
ters embraced in that program. 

Under the heading of “cooperation with the carriers to re- 
duce loss and damage claims,” A. L. Green, special representa- 
tive of the freight claims division, American Railway Association, 
reviewed causes of damage to shipments of furniture and various 
other commodities, and made suggestions as to ways of improv- 
ing shipping and loading practices. He called particular atten- 
tion to losses under the head of so-called “concealed damage.” 
Losses of this character, he said, were of particular interest 
to the container manufacturer because they were often regarded 
as a reflection on the container used. Though this was not 
always proper, he pointed out that, despite far-reaching develop- 
ments in technique of cushioning goods within containers, and 
of the knowledge of principles applicable to interior packing in 
general, many furniture manufacturers and shippers of other 
commodities were using outside containers “admirably designed 
to transmit the maximum handling shocks into their contents’”— 
that paradox resulting from the great advance that had been 
made in container construction, without a complementary de- 
velopment and application of interior packing technique. 

Short talks were also made by Don L. Quinn, in charge of 
the Don L. Quinn Container Laboratory, which serves as the 
official testing laboratory for the association, and John Millar, 
Chicago editor of the Business Week. 

F. S. Knapp, Omaha Box Company, Omaha, Neb., president 
of the association, presided. He was reelected. Paul L. Grady, 
for many years executive secretary of the association, was 
elected secretary and treasurer, succeeding R. H. Morehouse, 
who held the position last year. 

Other officers elected are as follows: W. F. Finegan, Bangor, 
Me., vice-president; E. A. Srill, General Box Company, Chicago, 
vice-president; R. L. Ferral, McCloud River Lumber Company, 
McCloud, Calif., vice-president. 





ON-TIME RECORD FOR PERISHABLES 


An on-time record falling short of perfection by only .0012 
per cent was made by the Belt Railway Company of Chicago 
in handling its perishable traffic in 1931, according to J. H. 
Brown, traffic manager of the railroad, which serves as one of 
two connecting-link lines in the Chicago district in making de- 
liveries between line-haul carriers. The perishable traffic han- 
dled by the Belt Railway was delivered to its connections on 
time throughout the year in all but .0012 of the total handled. 
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No. 24992, Sub. No. 1. 
B. & M. et al. a 
Unreasonable rates, scra ad/and or scrap lead battery plates 
Boston, Mass., and Chels Mass., to Newark and Perth Amboy 
N. J., and Philadelphia, Pa’ sks rates and reparation. a. 
. 25002, Sub. No. 1. Farmers’ Union Livestock Commission (o, 
South St. Paul, Minn., vs. C. M. St. P. & P. et al. 
Rates and charges in violation first three sections, liveste¢; 
points in S. D., N. D., Mont., Minn. and Wis. and other states t; 
and from Union Stock Yards in South St. Paul, Minn. Competi- 
tors at markets of Milwaukee, Wis., Omaha, Neb., Sioux City, 
Ia., Sioux Falls, S. D., Chicago, Ill., and other points preferred’ 
Four dollar switching charge assailed. Asks charges and rep- 
aration. 
No. 25110. Sub. No. 1. 
vs. Erie et al. 
Rates, waste paper and scrap pulp board, New York, N. Y., and 
Jersey City, N. J., to Dow + Pa., in violation sections 1 
and 3, undue preference alleged being for competitors on the rails 
pe the defendants and their connections. Asks rates and repara- 
on. 
No. 25127. R. M. McKenzie, Silver City, Ia., vs. Wabash et al. 
Charges in violation first three sections, stocker-tiogs, Jackson, 
Mo., to Malvern and Silver City, Ia. Stocker cattle preferred, 
Asks reparation. 
No. 25128. Bedford Pulp & Paper Co., Richmond, Va., vs. Erie et al, 
Rates in violation sections 1 and 3, waste paper and scrap pulp 
board, Maspeth, N. Y., Jersey City, and Newark, J., to Big 
Island, Va., as compared with rates to Fist! House, N. J., Aus- 
tin, Pa., Johnsonburg, Pa., Modena, Pa:, York, Pa., Luke, Md. 
Peldmont, W. Va., and other points. Asks rates and reparation. 
No. | yy ee Tea Co., Inc., Jewel Park, Barrington, IIl., vs. C. & 
. et al. , 

Rates, green ee Seneten. N. J., and New York, N. Y., to 
Barrington, II1., violation sections 1 and 4. Asks reparation. 
No. 25139, Sub. No. 1. Lee Snyder, Powell, Neb., vs. I.-G. N. et al, 

Rates, minima and charges in violation first three sections, 
livestock, points in Okla., Tex. and Kan., to Powell, Neb., in that 
complainant was not granted either a 75 per cent, 85 per cent 
feeder rate or fattening in transit rate. Asks reparation. 

No. 25130. Mark Elkins et al., Grants, N. M., vs. A. T. & S. F. et al. 

Rates, calves, fat cattle, and other live stock, points in Ariz, 
N. M. and Tex. to Los Angeles and Vernon, Calif., in violation 
section 1. Ask reparation. 

No. 25131. The Interestate Amiesite Co., Wilmington, Del., vs. H. & 0. 

Rates, asphalt, Wagners Point and Canton (Baltimore), Md., to 
Martinsburg, W. Va., in violation section 1. Asks reparation. 

No. a. Barnard Curtiss Co., Minneapolis, Minn., vs. C. M. St. P. 


é WY Rates, two freight automobiles, Milwaukee, Wis., to Rushford, 
. inn., in violation sections 1 and 3, undue preference alleged not 
ei 
0. 251 











No 


Downingtown Paper Co., Downingtown, ,Pa,, ~ 


specified. Asks reparation. 
33. Irvin Dougherty et al., Akron, O., vs. A. T. & S. F. et al. 
Rates, hogs, points in Colo., Kan., Mo., Neb., Okla., Tex. and 


pA ag to Los Angeles, Calif., in violation section 1. Ask repara- 

ion. 

No. 25134. Goldring Packing Co. et al., Vernon, Calif., vs. L. A. & 
S. L. et al. 


Rates, hogs and sheep, Utah, Ida., Wyo. and Mont. points to 

Los Angeles, Calif., in violation section 1. Ask reparation. 
No. 25135. Increases in intrastate freight rates and charges. 

This is an investigation instituted by the Commission into law- 
fulness of intrastate rates in Arizona, Arkansas, Idaho, Louisiana, 
Minnesota, Montana, Nebraska, Oklahoma, Texas, Wisconsin and 
Kentucky not brought up to the level of interstate rates under 
Ex Parte 103, 15 per cent case, 1931. 

No. 25136. South Atlantic Lumber Co. et al., Greensboro, N. C., vs. 
B. & O. et al. 

Rates, sawdust and/or shavings, Louisburg, N. C., to Maspeth, 
N. Y., in violation section 1. Ask rates and reparation. 

No. 25137. Frank Zimmerman, Springfield, Neb., vs. C. & N. W. et al. 

Rates, livestock, Winner, and other points in Wyo. to Springfield, 
Neb., in violation sections 1, 2 and 3, undue prejudice arising 
— failure to have rates for fattening in transit. Asks rep- 
aration. 

No. 25138. Thurn-Maxson Lumber Co., South Bend, Ind., vs. N. Y. 
Cc. & St. L. et al. ' : 

Rate, lumber, Argos, Ind., to Brantford, Ont., and other points, 
in violation sections 1 and 4. Asks reparation. 

No, 25139. Frank Zimmerman, Springfield, Neb., vs. M. P. et al. 

Rates, stocker and feeder hogs, points in western territory to 
Springfield, Neb., in violation sections 1, 2 and 3, undue prejudice 
arising from failure to have fattening in transit arrangements. 
Asks reparation. 

No. 25140. Interstate Cotton Oil Refining Co., Tex., VS. 
T. & P. et al. : 5 

Rates, vegetable oil shortenings, Sherman, Tex., to points In 
N. M., west of north and south line of Santa Fe from El Paso, 
Tex., to Trinidad, Colo., in violation section 1. Asks rates and 
reparation. 

No, 6 tee + aed Gas & Oil Co. et al., Decatur, Ala., vs. C. R. I. 
& P. et al. : 

Rates, petroluem products, including gasoline, kerosene, lubricat- 
ing oils, distillates and ee de aaae oils, Camden, El Dorado 
and Pearson, Ark., Houston, . Worth and Overton, Tex., and 
Allen, Okla., to Decatur, Ala., in violation section 1. Ask rates and 
reparation. fo 

No. ~ Primrose Petroleum Corporation, Dallas, Tex., vs. I. & G. N. 
et el. 

Rates, motor gasoline, Henderson, Tex., to Eagle Pass, Tex. 
for export to City of Mexico, in violation Section 1. Asks repara- 


Sherman, 


tion. ee 
No. 25143. Swift & Co. and Armour & Co., Chicago, Ill., vs. N. Y. ©: 


et al. 

Rates, packing house products, Indianapolis, Chicago, Kansas 
City, Kan., St. Joseph, Mo., S. Omaha, Sioux City, Ia., and Denver, 
Colo., to destinations in central, eastern trunk line and New 


England territories, east of the Illinois-Indiana state line, unduly 
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These great’ deep-water terminals 
offer facilities to the merchant ma- 
rine, shippers and consignees of 
export and import cargoes never be- 
fore available in this country. Mod- 
ern buildings, equipped with the 
most up-to-date machinery for the 
handling of bulk and packaged car- 
goes, offer the utmost in safety and 
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surance rates. Centralized adminis- 
tration, under a management special- 
izing in terminal and warehouse op- 
erations, provides a uniform high 
standard of service to all patrons. 
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prejudicial to complainants and other packing houses located at 
— of origin mentioned and unduly preferential of interior 
owa packers in violation section 3. Ask rates and that this 
complaint be consolidated with I. & S. 3715, packing house prod- 
ucts, eastbound from western trunk line points, for hearing. 

Ex Parte No. 106, six-hour day investigation, in re the effect upon 
—, service and expenses of applying the principle of the 
six-hour day in the employment of railway employes. 

This is an investigation instituted by the Commission under 
joint resolution of Congress requiring it to make the inquiry in- 
dicated and report to Congress. 

No. ~~, Dimmitt Coal & Grain, Dimmitt, Tex., vs. C. R. I. & G. 
et al. 

Unreasonable rates, coal, points in Colo. and N. M. to Dimmitt, 
Tex. Asks cease and desist order and reparation. 


No. oo be ae Trading Co., San Francisco, Calif., vs. C. N. O. 
> i Oe 
Unreasonable rates and charges, glass signs, Cincinnati, O., 
to San Francisco, Calif. Asks reparation. 
©. 25146. Will Goodale et al., Laramie, Wyo., vs. U. P. et al. 
Rates and weights, in violation sections 1 and 4, passenger 
automobiles, Detroit, Mich., to Rock Springs and Laramie, Wyo., 
and Price, Utah. Ask reparation. 
. 25147. Geo. K. Hale Manufacturing Co. et al., Mt. Airy, N. C., 
s. Alton et al. 
Unreasonable rates, bones and bone scrap, Mt. Airy, N. C., to 
Chicago, Ill., Detroit, Mich., and Cleveland, O. Ask rates and 
reparation. 


No. Po Sperry Flour Co., San Francisco, Calif., vs. C. B. & Q. 
et a 


Rates in violation sections 1, 3 and 6, corn; ponits in Kan. and 
Neb., to Council Bluffs, Ia., or Kansas City, Mo., later oy 
to Los Angeles or South Vallejo, Calif., stored or milled at those 
points, and reshipped to points in Calif. Dealers in grain and 
grain products at destinations on Southern Pacific preferred. 
Asks cease and desist order and transit rules and charges. 


No. 25149. L. W. Hudson and J. H. Couch, partners, doing business 
under the firm name of Hudson & Couch et al., Atlanta, Ga., vs. 
hL & KN. RB. RB. ot ail, 

Unreasonable rates, horses and 
field, Mo., to Atlanta and Ho 
and reparation. 

No, — The South Texas Cotton Oil Co., Houston, Tex., vs. Alton 
et al. 

Rates, soya bean oil, Peoria, Ill., Lafayette, Ind., and Blooming- 
ton, Ill., to Houston, Tex., in violation section 1, in period prior 
to the effective date of the Commission’s order in No. 17000, part 
8, Hock-Smith cottonseed oil. Asks for reparation on shipments 
moving prior to the date mentioned. 


No, 25151. N. S. Koos & Son Co.,Kenosha, Wis., vs. C. & N. W. 
Rate, fertilizer matetlat (amonium sulphate), Waukegan, IIl., 
to Kenosha, Wis., in violation section 1. Asks cease and desist 
order as to claims for undercharges. 
No. gy —— Indiana Gas Co., Muncie, Ind., vs. C. C. C. & St. 
. et al. 
Rate, coal tar pipe coating, Ensley, Ala., to Marion and Muncie, 
Ind., in violation sectiem-1. Asks reparation. 
No. 25153. Conewago Gas Co. et al.. Hanover, Pa., vs. C. of N. J. et al. 
' Rates, Iron mass, gas ifying (not spent), Plymouth Meeting 
and Port Richmond ( ladelphia), Pa., and from Elizabethport, 
. J., to Hanover, Pa., Hagerstown, Md., Salem, N. J., and 
Martinsburg; W. Va. Ask rates and reparation. 
No. 25154. Brever Ice Cream Co., Philadelphia, Pa., and Newark, 
J.,. vs. Pennsylvania et al. 7 
Rates, refrigeratina and ng machinery, Moraine, O., and 
Detroit, Mich., to Philadelphia, Pa., and Newark, N. J., in viola- 
tion section 6. Ask reparation. 


No. 25154. Sub. No. 1. Breyer Ice Cream Co., Inc., Long Island City, 
N. Y., vs. Pennsvivania et al. 

Rates and charges in violation sections 1 and 6, refrigerating 
and cooling machinery, Moraine, O., and Detroit, Mich.>~to Long 
—_ City, N. Y. Asks cease and desist order, rates and rep- 
aration. 


No, 25154. Suh. No. 2. Castles Ice Cream Co., Perth Amboy, N. J., 
vs. N. Y. C. et al. 
Rates and charges in violation sections 1 and 6, refrigerating and 
cooling machinery, Moraine, O., and Detroit, Mi Garfield 
. ——— N. J. Asks cease and desist order, rates and rep- 
aration. 


No. 25155. Albuquerque Natural Gas Co. et al., Dallas, Tex., vs. A. T. 
& S. F. et al. 


ules, Kansas City and Spring- 
1 Stock Yards, Ga. Ask rates 


Rates, pipe, contractors’ outfits other things used in natural 
gas pipe lines, points in Pa., N. M., s., Colo., Mo., Ark., and 
other states to-points in Tex., N. M. and Colo., in violation section 
1. Ask rates and reparation. 

No. 25156. Basic Dolomite, Inc., et al., Cleveland, O., vs. A. A. et al. 

Rates, sand, gtavel. stome—and- other road building materials, 
Detroit and Ecorse, Mich., to points in Mich., Ind., and O., in 
violation sections:1 and 3, undue preference alleged being for 
competitors in Mich., Ind., O.. and other states. Ask rates. 

No. 25156, Sub. No. 1. Construction Materials’ Corporation, Chicago, 
Tll.; vs. A. A. et al. 

Rates, sand, gravel. stoné~and other road building materials, 
points in Mich. and Wis. to points in Mich., Ohio, Ind. and other 
states, in violation sections 1 and 3. undue preference alleged be- 
ing for competitors particularly in Mich. Asks rates. 

No. 25157. Hill Packing Co., Toneka, Kan., vs. A. T. & S. F. et al. 

Unreasonable rates and charges, inedible tallow and inedible 
grease, Topeka, Kan., to points in IIl., Kai —Mo., Ind., and O. 
Asks rates and reparation. - 

No. 25158. W. Krielow Grain & Mercantile Co., Jennings, La., vs. 
oS R. G. hf et = —* , 
nreasonable rate and charges, petatoes, Center, Colo., to 
Jennings, La. Asks reparation. a 
No, 25158. Sub. No. 1. Same vs. Colora & Southern et al. 

Same complaint and prayer, potatoes, Severance, Colo., to 
Jennings, La. 

No. 25159. Bluefield Produce & Provision Oo. et al., Bluefield, W. Va., 
vs. A L. et al. 

Unreasonable rates, fresh fruits and vegetables, points in Fla. 
to Bluefield, Welch and Williamson, W. Va. Ask reparation. 
No. ae _ patente Sewer Pipe Works, San Antonio, Tex., vs. 

.-G. N. et al. 

Rates in violation sections 1 and 3, sewer pipe, Deepwtaer, Mo., 
and Pittsburg, Kan.; to Laredo, Tex., for export to Mexico, as 
compared with rates on domestic traffic. Asks reparation. 
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No. YN The Sanistone Products Co., Duluth, Minn., vs Pennsylvanj, 
e 


Rate and charges in violation sections 1 and 6, silica sand Cin. 
. O., to Duluth, Minn. Asks rates and practices and rep. 
aration. 


No. 25162. S. Birkenstein & Sons, Inc., Chicago, Ill., vs. B. & O. et aj 
Unreasonable rates, radio tube “serap, Chicago, Ill., to Newark 


N. J., and New York, N. Y. S rates and reparation. 
No. 21s. . = ta Lumber Co., Appleton, Wis., vs. M. St, p 
. M. et al. : 


Rates, tan bark eman’s Siding and Ward’s Spur, Wis., to 
Whitehall-Montague, Mich., in violation sections 1 and 3, undue 
preference alfeged being in favor of places in Wis. having rates 
on a lower level. Asks rates and reparation. 

No, 25164. G. W. Brumley, Hereford, Tex., vs. C. & S. et al. 

Rates, hogs, Clayton, N. M., Carnegie, Granite, Varden, Okla, 
Clarendon, y, Lelia Lake, Memphis, Hereford, Tulia ang 
Pampa, Tex., to Los Angeles, Calif., in violation sections 1 and 3 
undue preference alleged being in favor of points having the 
benefit of the ‘‘two-for-one rule.” Asks reparation. 

No. ary The Cudahy Packing Co., Chicago, Ill., vs. A. T. & S. PF. 
et al. 


Rates, hogs, Wichita, Kan., to Los Angeles, Calif., between ° 


August 1, 1929, and Feb. 4, 1932, in violation section 1. Asks rep. 


aration. 
No. 25166. nelair Oil & Gas Co., Tulsa, Okla., vs. A. T. & S. F. et al. 


Rates, wrought iron an teel pipe (trade name, casing), be- 
tween points in Ark -, Okla. and Tex., in violation section 1, 
Asks reparatio 


(Continued on page 856) 





COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: John A. Connor, Columbus, O.; Mauro Baradi, 
Washington, D. C.; Thomas J. Barrett, New York, N. Y.; John 
H. Carter, Marianna, Fla.; John H. Carter, Jr., Marianna, Fla.; 
Donald J. Chaney, Washington, D. C.; Harold C. Duncan, Bartles- 
ville, Okla.; James Andrew Fenelon, Galesburg, IIll.; Joseph J. 
Geary, San Francisco, Calif.; Chalmers G. Graham, San Fran- 
cisco, Calif.; Wellington Preston Guild II, Columbus, O.; A. C. 
Hinds, Kingstree, S. C.; John Roy Johnston, Jr., Cincinnati, 0.; 
Edward Payson Kellogg, Long Island City, N. Y¥.; John F. Kirk- 
man, Raleigh, N. C.; Earle J. Machold, New York, N. Y.; Thomas 
J. Major, New York, N. Y.; Curry J. Martin, Chicago, IIL; 
Thomas E. McAndrews, Pittsburgh, Pa.; W. A. McIntyre, Grand 
Forks, N. Dak.; Allen K. Merrill, Dothan, Ala.; Nye F. More- 
house, Chicago, Ill.; J. A. R. Moseley, Jr., Texarkana, Tex.; 
Frank A. Nelson, Kansas City, Mo.; Daniel Andrew O’Connell, 
Kansas City, Mo.; George H. Price, Chicago, IIl.; James Quarles, 
Washington, D. C.; Walter V. Reid, Texarkana, Ark.; Frank E. 
Robson, Detroit, Mich.; Martin L. Schultz, Chicago, Ill.; William 
Craig Shipley, Phoenix, Ariz.; Sidney V. Smith, New York, N. Y.; 
Harold A. Stephens, Moline, Ill.; Chas. R. Sutherland, Chicago, 
Ill.; George Bell Timmerman, Lexington, S. C.; Louis Titus, 
Washington, D. C. 


VOLUME OF TRAFFIC 


Freight traffic handled by the Class I railroads in February 
amounted to 21,731,991,000 net ton miles, according to reports 
received from the railroads by the Bureau of Railway Economics. 

Compared with February, 1931, this was a reduction of 
5,365,480,000 net ton miles or 19.8 per cent, and a reduction of 
12,614,874,000 net ton miles or 36.7 per cent under February, 
1930. 

In the Eastern district, the volume of freight traffic handled 
in February was a reduction of 18.8 per cent compared with the 
same month in 1931, while the Southern district reported a de- 
crease of 22.4 per cent. The Western district reported a de 
crease of 20.3 per cent. 

The volume of freight traffic handled by the Class I rail- 
roads in the first two months of 1932 amounted to 44,587,198,000 
net ton miles, a reduction of 12,815,208,000 net ton miles or 22.3 
per cent under the corresponding period in 1931, and a reduc- 
tion of 26,477,428,000 net ton miles or 37.3 per cent under the 
same period in 1930. 

Railroads in the Eastern district for the two months’ period 
in 1932 reported a reduction of 21.5 per cent in the volume of 
freight traffic handled compared with the same period in 1931, 
while the Southern district reported a reduction of 24.4 per cent. 
The Western district reported a decrease of 22.8 per cent. 


RAILROAD EMPLOYMENT 


Class I railroads the middle of February reported 1,093,206 
employes, a decrease of 16.96 per cent as compared with Feb- 
ruary last year, according to statistics compiled by the Bureau 
of Statistics of the Commission. The number of employes by 
groups and the percentage decrease as compared with February 
a@ year ago follow: Executives, officials and staff assistants, 
14,289; 10.21; professional; clerical and general, 198,723; 15.03; 
maintenance of way and structures, 208,895; 19.93; maintenance 
of equipment and stores, 302,255; 18.45; transportation, other 
than train, engine and yard, 141,550; 14.11; transportation, yard- 
masters, switch tenders and hostlers, 15,446; 17.17; and trans- 
portation, train and engine service, 212,048; 15.76. The number 
of employes the middle of January this year was 1,108,691. 
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See SERVICE 


P™! New York 


The Only Direct Barge Line 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo 


Oswego 


Substantial saving in freight rates via all-water 
route without any transshipment. 

Our service extends also to and from upper lake 
points as far as Chicago and Duluth by trans- 
shipment at Buffalo. 

Largest and best fleet of barges operating on the 
Canal and Great Lakes. 

Cargo holds as clean as any first-class cargo vessel, 
and absolutely weatherproof. 

Our boats are especially adapted to quick handling 
of bulk commodities. 


Cleveland - Toledo - Detroit 
Hamilton, Ont. 


gri2GEPoRr 





Only barges built to navigate both Canal and Great 
Lakes. 

Facilities available at Canal Terminal points for 
storing, handling and distributing cargoes. 
Barges always available for prompt loading at 
Cleveland, Toledo, Detroit and Buffalo. 

Cargo received on board alongside dock at lake 
ports and delivered to alongside steamers or con- 
signees’ dock in the port of New York. 

Cargo also received for safe ports on Long Island 
Sound. 


For Rates or Other Information, Address 


MEMBERS: 





HEDGER TRANSPORTATION COMPANY, Inc. 


21 West Street, New York, N. Y. 


BUFFALO OFFICE: Chamber of Commerce Building 


TELEPHONE 
Whitehall 4-0420 
BONDED CARRIER 
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Doings of the Traffic Clubs 





Governor Phillip F. LaFollette, of 
Wisconsin, will be the speaker at the 
dinner held by the Associated Traffic 
Clubs of America at the Lowry Hotel, 
St. Paul, Minn., the evening of April 27. 
Carl R. Gray, Jr., vice-president and gen- 
eral manager of the C. St. P. M. and O. 
Railway will be the toastmaster. Gov- 
ernor LaFollette is expected to speak 
on some subject of interest to transpor- 
tation men. The invocation at the dinner 
will be by The Most Rev. John Gregory 
Murray, D.D., and at the opening of the 
convention sessions by The Rev. John 
W. Holland, of the Methodist Episcopal 
Church. The address of welcome will 
be made by Mayor Gerhard Bundle, of 
St. Paul, and Herman Mueller, of St. 
Paul, president of the National Indus- 
trial Traffic League will also make 
some remarks. This completes the pro- 
gram for the convention of the association. 
March 19, page 642.) 





Gov. La Follette, of Wis- 
consin 


(See Traffic World, 





“Off Line Traffic Representatives’ Day” was observed by the 
Traffic Club of Minneapolis at the West Hotel April 14. The 
ladies were invited. An unusual program of entertainment was 
presented. A bridge party will be given in the club rooms at the 
Nicollet Hotel the evening of April 18. 





“Constructive and Destructive Legislation” will be discussed 
by R. S. Armstrong, secretary of the Motor Vehicle Conference 
Committee, at the monthly meeting of the Bridgeport Traffic As- 
sociation at the University Club April 18. Officials of local motor 
truck companies will be guests of the association. 





The Traffic Club of St. Louis will hold its annual election 
April 26. C. W. Wheeler, general agent, Kansas City Southern, 
has been named candidate for president by both rail and indus- 
trial nominating committees. 





D. C. Fenner, chairman of the Motor Vehicle Conference 
Committee of the National Automobile Chamber of Commerce, 
spoke on the relation of highway transportation to that on the 
rails before the monthly dinner meeting of the Wyoming Valley 
Traffic Club at the Hotel Redington. “Some spokesmen for the 
railroads,” he said, “visualize highway transportation as a 
menacing cloud which will bring destruction to the railroads. 
Every cloud has a silver lining, and I am not so sure this motor 
vehicle cloud is not lined with gold.” The following officers 
were re-elected: President, L. J. Writter; vice-president, C. E. 
Hippensteel; secretary-treasurer, James U. Nichols; directors, 
Raymond O’Brien, Frank Witting, George Magee, and J. P. 
McDonald. 





Nathan J. Elliott, executive vice-president and general man- 
ager, Allied Truck Owners, spoke on “Stabilization of Motor 
Transportation” at a meeting of the Women’s Traffic Club of 
San Francisco at the Western Woman’s Club April 14. 





A large attendance is expected at the “Aviation Night” pro- 
gram of the Pacific Traffic Association at San Francisco Bay 
Airdrome, Alameda, April 22. 





A “stag” banquet in honor of the graduating class of the 
College of Advanced Traffic, Chicago, will be given at the Mor- 
rison Hotel April 23 by the Alumni Association of the school. 
A number of speakers have been obtained for the occasion and 
entertainment will include card playing. 





Major H. C. Sweeney, commandant of Creighton Univer- 
sity R. O. T. C., will speak on conditions in the Orient at the 
monthly meeting of the Omaha Traffic Club at the Fontenelle 
Hotel April 21. There will be entertainment. 





The ninth annual dinner of the Traffic Club of Sioux City 
will be given at the Hotel Martin April 26. H. A. Scandrett, 
president of the Milwaukee, will be the speaker. 





The proposed change in rule 23 of the Consolidated Classi- 
fication to permit railroad agents to act as agents of shippers 
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or consignees for the distribution of carload freight, limitatin, 
of the right of shippers to route their shipments, proposed }, 
the examiners in the reciprocity case before the Commission, 
and other current matters were discussed at a meeting of the 
Industrial Traffic Club of San Francisco at the Commercial (jy, 
April 12. 





The Traffic Club of New York has appointed the following 
delegates to the meeting of the Associated Traffic Clubs 
America at St. Paul: T. T. Harkrader, L. M. Porter, J. M. Fit, 
gerald, J. W. Roberts, John Duffy, W. Bockstahler, J. H. Butler 
A. J. Seitz, M. H. McEwen, F. G. Fitz-Patrick, G. L. Cobb, H. x 
Miles, H. G. Dow, T. B. Montgomery, A. L. Preston. 





The delegates from the Traffic Club of Chicago to the ¢op. 
vention of the Associated Traffic Clubs of America at St. Pay 
April 27 and 28 will be: H. A. Palmer, president; L. C. Sorrelt 
chairman public affairs committee; J. H. Mangold, director anj 
past president; and’ W. D. Beck, first vice-president. 





The monthly meeting of the Transportation Club of Spring. 
field, Ill., will be held at the University Club rooms April 19, 
J. Paul Kuhn, senior member of the Illinois Commerce Commis. 
sion, will be the speaker. He will describe the handling of a 
case by the commission from the time it is received until the 
final order is entered. The following have been chosen dele. 
gates to the convention of the Associated Traffic Clubs of 
America in St. Paul: W. C. Hurst, senior vice-president, C. & 
I. M.; Vance H. Williams, traffic manager, C. & I. M.; AL 
Peterson, traffic manager, C. I. P. S. Company; C. A. Hunt, 
assistant general freight agent, C. & I. M.; L. F. Root, division 
freight agent, B. & O. The club will have no meeting in May, 
in view of an elaborate outing the first part of June, tentative 
date of which is set for June 14. This will be a fish fry and 
golf tournament. 

A meeting of the Traffic Study Club of Akron, Ohio, will be 
held in the Administration building, Akron Airport, April 18. 
Features of the building and equipment will be explained by 
B. E. Fulton. 





Frank F. Miles, editor of the Iowa Legionaire, will be the 
speaker at a meeting of the Transportation Club of Des Moines 
at the Hotel Kirkwood April 18. Dinner will be served and 
there will be a program of entertainment including boxing and 
wrestling bouts. 





At a dinner meeting of the Indianapolis Traffic Club at the 
Claypool Hotel April 21, Bruce Dwinnell, general attorney, Rock 
Island, will be the speaker. 





A luncheon meeting of The Traffic Club of Chicago, held 
under the auspices of the public affairs committee, April 14, was 
addressed by Dr. G. G. Tunell, commissioner of taxes of the 
Santa Fe Railroad, on the subject, “Public Expenditures and 
Taxation.” He covered the entire range of the problem of 
governmental wastefulness and extravagance with relation to 
taxation and at the close went especially into the matter of 
railroad taxes, more burdensome than otherwise would be the 
case, he pointed out, because part of the money paid by rail- 
roads in taxes was used to aid competitive transportation 
agencies. At the head table were the following: Dr. Clarence 
E. Ridley, Secretary, International Assn. of City Managers; 
Herbert D. Simpson, Prof. of Economics, Northwestern Uni 
versity; W. B. Storey, President, A. T. & S. F. Ry.; Phil 8 
Hanna, Editor, Chicago Journal of Commerce; Geo. W. Rosset: 
ter, President, Chicago Association of Commerce; George R. 
Meyercord, George R. Meyercord and Associates; Fred W. Sat 
gent, President, Chicago & North Western Railway; A. A. 
Sprague, Commissioner of Public Works, City of Chicago; 
Simeon E. Leland, Prof. of Public Finance, University of Chi- 
cago; J. Soule Warterfield, president, Chicago Real Estate 
Board; T. C. Powell. After the address the club unanimously 
adopted the following resolution, which had been adopted by 
the board of governors at a meeting the previous Monday, for 
action by the club: 


The Traffic Club of Chicago, comprising some 1,800 members iden- 
tified with transportation, shipping, and industrial enterprise, recos- 
nizes that there can be no substantial basis for permanent prosperity 
until the burden of taxation now resting upon the American people is 
lightened. That burden as it stands today is not only too heavy to 
be borne but the load is unevenly distributed. Our taxing system 
abounds in duplications and inequalities. It has grown up in hap- 
hazard fashion, without regard to capacity to pay, or the effect of 4 
particular system upon business. Our whole plan of raising revenue 
for public purposes is in need of reexamination by competent, dis- 
interested experts. , 

Such a reform, however, while important is not the principal 
thing. Public expenditures must be reduced, and that immediate, 
A reduction of twenty-five per cent would not be excessive. It wou 
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represent no greater deflation than that to which private industry 
has been — In these unusual times, every activity not abso- 
lutely essential to good government must be curtailed or discon- 
tinued. We realize that such a reduction in expense calls for courage, 
but courage is one of the first qualities of statesmanship. 

Be it ordered that this resolution shall be transmitted to other 
Traffic Clubs, to the Associated Traffic Clubs of America at their 
meeting in St. Paul April 27-28, and to the United States Chamber 


of Commerce. 


The Traffic Club of Philadelphia will celebrate its silver 
anniversary at its annual dinner January 24, 1933. A club his- 
tory is being prepared for distribution at that time. Members 
have been requested to submit contributions. 








A plea for economy in government was made by Allen J. 
Maxwell, North Carolina tax commissioner and candidate for 
the Democratic nomination for governor, at the annual spring 
meeting of the Winston-Salem Traffic Club at the High Point 
Country Club April 5. S. A. Campbell, president of the club, 
presided. C. F. Tomlinson, president of the High Point, 
Thomasville and Denton Railway, gave a short address of wel- 
come, and O. Arthur Kirkman, general manager of the same 
line, introduced the principal speaker. A golf tournament was 
held in the afternoon, in which first prize, a leather golf bag, was 
won by M. L. Corbett, of Charlotte, N. C. 





The seventh semi-annual dinner dance of the Motor City 
Traffic Club of Detroit will be given at the Elks’ Temple April 
18. 

“The Partnership Between Railroad Transportation and 
Business” was the subject of the speaker, M. B. Pierce, assistant 
general counsel, Erie, at the monthly dinner meeting of the 
York Traffic Club at the Hotel Yorktowne April 14. Musical 
entertainment was presented. 

A program honoring past presidents of the club was pre- 
sented at a luncheon of the traffic clubs of Dallas at the Dallas 
Athletic Club April 11. Attendance of more than a dozen of 
the club’s past presidents was expected. A “sing song of old- 
time refrains” was led by John Thorward, of the Wabash. 





At a meeting of the Traffic Study Club of Atlanta at the 
Henry Grady Hotel April 15, W. H. Howard, general passenger 
agent, Atlantic Coast Line, spoke on “The Pullman Surcharge.” 





The Traffic Club of Newark will be represented at the 
St. Paul meeting of the Associated Traffic Clubs of America by 
C. E. Tinney, district freight representative, Pennsylvania; J. T. 
Sasso, Luckenbach Steamship Company, and R. L. Nixon, Uni- 
versal Carloading and Distributing Company, as delegates. 

The following officers of the Women’s Traffic Club of 
Greater New York will represent that organization at the semi- 
annual meeting of the Associated Traffic Club of America at 
St. Paul April 27 and 28: Sarah O. Seamer, president; Johanna 
Schifferdecker, vice-president; Elsa Wendt, treasurer; Mildred 
T. Genther, corresponding secretary; Carrie Henoch, secretary. 





A. Chesley York, assistant United States attorney, will 
speak on “The Long Arm of Uncle Sam” at a dinner meeting 
of the Traffic Club of New England at the Copley-Plaza Hotel 
April 21. Music and vaudeville acts are on the program. 





Joe E. Light, industrial agent, Southern Pacific, was 
guest of honor at a luncheon of the Los Angeles Transporta- 
tion Club at the Hotel Alexandria April 11. Harry Dorr, resi- 
dent manager, Norton, Lilly and Company, was chairman of the 
meeting. Musical numbers were on the program. 





The Traffic Club of Cleveland will hold its next bi-monthly 
meeting and dinner at the Hotel Cleveland April 25. Harold H. 
Burton, former acting mayor and city law director of Cleve- 
land, will be the speaker of the evening. Various entertainment 
features are on the program. 





Nearly one hundred guests and members participated in the 
annual spring golf tournament of the Traffic Club of New Orleans 
at the Metairie Country Club April 5. The contest was divided 
into three flights for members and one guest flight, prizes being 
awarded winners in each group. G. D. Smith, of the Interna- 
tional Harvester Company, held the low score of 75 in the first 
flight, shooting in 91 with a 17 handicap. The par for the course, 
which was recently the scene of a national tournament, is 72. 
E. C. Marks, of Tampa Inter-Ocean steamship line, who is club 
secretary, won the second flight with a 95 card, which, with a 
25 handicap, brought a net low of 70. In the third flight, L. C. 
Strattman, of Seavey and Flarsheim Brokerage Company, shot 
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99 with a 30-stroke handicap for a net of 69. Robert p 
O’Rourke, of American Overseas Forwarding Company, gj, 
president, won the prize for high score, turning in a card for 
124 gross, and beating J. E. Cooke, of American Creosote Work, 
who tied him in actual strokes, in the toss. Cooke also lost th 
toss to J. Fitzgerald, of the Santa Fe Lines, who tied for th 
double figure prize. Guest prizes were won by C. C. Nifong 
and V. Byrne. I. B. Tigrett, president, Gulf Mobile and North. 
ern Railway, will be the speaker at the club luncheon April jg 





















W. C. Coffey, dean of the college of agriculture, Universit; 
of Minnesota, spoke on “The Agricultural Policy” at a luncheg 
of the Transportation Club of St. Paul at the Hotel Lowry Apri 
12. There was musical entertainment. 

At a noon-day “forum” of the Traffic Club of New York a 
the Commodore Hotel April 14, R. C. Fulbright, chairman of the 
legislative committee of the National Industrial Traffic League 
spoke on “Changes in Transportation Legislation.” A_ bridge 
party was held in the club rooms in the Park Central the eye. 
ning of April 13. 

The Miami Valley Traffic Club announces that William ¢. 
Lacey will not be able to attend the St. Paul convention of the 
Associated Traffic Clubs of America and that Robert McDowell, 
general agent, Southern Pacific, at Cincinnati, has been ap 
pointed delegate in his stead. 

The speaker at the monthly meeting of the Grand Rapids 
Transportation Club set for April 21 at the Masonic Temple will 
be Dr. Herman Wyngarden, professor of economics, Michigan 
State College. His subject will be “Business—Past, Present and 
Future.” An unusual program of entertainment is promised. 

F. T. Raiford, editor and publisher of the Selma Times. 
Journal, was the speaker at the monthly luncheon of the Bir. 
mingham Traffic and Transportation Club April 14. J. R. Tur. 
ney, vice-president of the Cotton Belt, who was to have been 
the speaker, was unable to be present: E. M. Mohler, of the 
Alabama Seed and Plant Company, has contributed a fifty-dollar 
attendance prize to be awarded under conditions designed to 
stimulate attendance. 





Personal Notes 





Appointment of J. A. Urquhart as traffic manager of the 
Seaboard-Great Lakes Corporation has been announced by Reg- 
inald C. Narelle, president of the company. Mr. Urquhart was 
formerly vice-president and general manager of the Erie and St. 
Lawrence Navigation Company. The Seaboard-Great Lakes Cor- 
poration inaugurated its 1932 canal service April 12, with the 
sailing of a merchandise fleet from New York to the Great 
Lakes, via Buffalo. Western headquarters have been estab 
lished in Chicago, with A. C. Schier, general traffic manager, it 
charge. 

John A. Mobley, general counsel for the Missouri Pacific, 
Houston, Tex., died in New York April 13 as a result of a fall 
from a window of the Pennsylvania Hotel. 

William F. Powers, traveling freight agent, Milwaukee, died 
in Omaha April 7, following an operation. He had been al 
employe of the Milwaukee for thirty years. He was born in St 
Paul and entered the service of the Milwaukee there in 1912. 

After fifteen years of service with the Stone-Ordean-Wells 
Company, Duluth, in charge of its traffic and other departments, 
H. B. Hunter has resigned to take a position in the sales de 
partment of the Calvert Lithographing Company, Detroit. His 
headquarters will be in Chicago. 

A. V. Kipp has been appointed assistant traffic managet, 
Union Pacific, at Los Angeles, succeeding R. B. Robertson, who 
died. He is succeeded as assistant traffic manager at San Frat 
cisco by W. H. Olin. H. M. West has been appointed assistant 
general freight and passenger agent at Seattle, succeeding Mr. 
Olin, and H. M. Adkins has been appointed district freight and 
passenger agent at Yakima, Wash., succeeding Mr. West. 

Charles H. Holmes, chief engineer of the Alaska Railroad, 
died at Anchorage, Alaska, April 9. 

Dudley L. Thornbury has been appointed general agett 
freight and passenger departments, Santa Fe, at Philadelphia, 
succeeding E. M. Troxell, who died. 

The Pittsburgh District Independent Steel Association W4 
organized April 7 and A. R. Kennedy, traffic manager, Pittsburgh 
Steel Company, elected chairman. R. H. Reese, assistant traffic 
manager, Jones and Laughlin Steel Corporation, was elected 
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of the railroad mile- 
ageinthe United States 


CONVERGES 


at 
PORT HOUSTON 


From every corner of America railroad lines, 
64,000 miles of them, to be exact, flow into 
each other to become the 18 main lines that 
enter the Port of Houston. 


One-fourth of the entire mileage of the 
nation terminates at Houston, the logical 
outlet of all the central states. 


This means unexcelled rail service, which, 
linking with its 64 steamship lines, gives 
Houston transportation facilities equal to 
any demand of foreign, domestic or coast- 
wise traffic. 


In these days of low stocks and frequent 
re-orders, the prompt, regular schedules 
maintained by both rail and steamship lines 
in and out of Houston and their comprehen- 
sive coverage are a source of satisfaction to 
harassed traffic men whose shipments must 
arrive on time. 





& a 
PORT BUREAU 
REPRESENTATIVES If you have a problem of 
shipping in this part of 
HOUSTON the country, let the Port 
J. RUSSELL WAIT Bureau solve it for you. 
Manager Their help is without 
obligation and their sole 
H. S. CRAWFORD object to help shippers 
Ass't through the Southwest 
get maximum results for 
NEW YORK their money. 
J.C. MAYFIELD 
Room 1600—10 East 40th St. 
KANSAS CITY 7 
T. P. BARTLE 
433 Board of Trade 


\ 
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vice-chairman, and E. J. Siemon, Pittsburgh Steel Compan, 
secretary. ' 
Orrie M. Meyne has been appointed general freight agey 
Erie Railroad, at Cleveland, succeeding John E. Propper, why 
has retired because of ill health. The following additiona] 
pointments have been made at Cleveland: Edwin N. Hambly 
assistant general freight agent; Edward J. Farrell, assistay 
general freight agent; Frederick M. Klitz, chief of tariff buregy. 
Wilfred P. Van Iderstine, chief of divisions bureau. : 


NEW COMPLAINTS FILED 
(Continued from page 850) 
No. 25166. Sub. 1. Sinclair Texas Pipe Line Co., Tulsa, Okla., ys 
A. T. & S. F. et al. : 


Rates, wrought iron and steel pipe, iron valves, and pipe fittings 
= points in Okla. and Tex., in violation section 1. Asks rep. 
aration. 

No. ~,. cree Electric Power Co., Chadron, Neb., vs. C. &¥ 

. eta 


Rates, coal, Kleenburn and Sheridan, Wyo., to Chadron, Neb, 
in violation sections 1 — 3, undue preference alleged being fo 
Crawford, Wayside and itney, Neb. Asks rates and reparation, 

No. 25168. Johnson City Foundry & Machine Co., Johnson City, Tenn, 
vs. Southern et al. 

Rates, iron, steel products, Johnson City, Tenn., to destinations 
on the N. & W., and C. & O. in Va., W. Va., and Ky., and des. 
tinations on Virgn. in Va. and W. Va., in violation sections | 
and 3, undue preference alleged being for shippers from Bris. 
tol, Tenn.-Va., Roanoke, Va., Pittsburgh, Pa., and points taking 
Pittsburgh rates. Violation of long and short haul part of fourth 
section also alleged. Asks rates and reparation. 

No. 25169. Valley Paving & Construction. Co., Fresno, Calif., vs. §, P, 

Rate, crushed rock, Klamath Falls, Ore., to Alturas, Cailif,, in 
violation section 1. Asks reparation. 

No. Pigg tn — Vitrified Products Co. et al., Akron, O., vs. A, 
ee 


Unreasonable rates, sewer pipe and sewer pipe fittings used in 
construction so-called septic systems, between points in O., Ind, 
Mich. and Pa., on one hand, and points in Ill., Ind., Md., Mich, 
O., Pa. and other states in official classification territory on other, 
Ask rates and reparation. 

No. 25172. Harney-Morrow Fruit Co. et al., Jacksonville, Fla., vs. 
Pennsylvania et al. 

Unreasonable rates and charges, peaches, points in West Vir- 
ginia and Pennsylvania to Jacksonville, Fla. Ask reparation. 
No. 25173. Standard Paper Manufacturing Co., Inc., Richmond, Va., 

vs. A, S. et al. 

Rates and charges in violation sections 1 and 3, printing paper, 
Richmond, Va., to Greensboro, N. C., Columbia, S. C., Birmingham, 
Ala., Atlanta, Ga., Charlotte, N. C., Jackson, Miss., Kingsport, 
Knoxville, Chattanooga, Memphis and Nashville, Tenn., as com- 
pared with rates from Canton, N. C., Niagara Falls, N. Y., Cov- 
ington, Va., and Kingsport, Tenn. Asks rates and reparation. 

No. 25174. American Radiator Co., New York, N. Y., vs. B. & O. et al. 

Unreasonable rates, pig iron, Sparrows Point, Md., to Spring- 
field, Ill. Asks rates and reparation. 

No, F a —- Seed Co., Ltd., Berkeley, Calif., vs. A. T. & 

i Be OF Bh 

Unreasonable rates, alfalfa seed, Phoenix, Nogales, and Yuma, 
Ariz., to Oakland, Modesto and Berkeley, Calif. Asks rates and 
reparation. . 

No. ye re Horse Products Co., Butte, Mont., vs. C. &N. 

- OC SL. 

Unreasonable rate, inedible tallow, Butte, Mont., to Toledo, 0. 
Asks rates and reparation. 

No. 25177. H. C. King & Sons, Inc., Battle Creek, Mich., vs. C. M. 
St. P. & P. et al. 

Rates, bulk, corn, points in S. D. on C. M. St. P. & P. to 
Battle Creek, Mich., via Chicago, Ill., in violation sections 1 and 
6. Asks reparation. 

No. -_ Continental Oil Co., Ponca City, Okla., vs. A. T. & S. F. 
et al. 

Rates, petroleum fuel oi! (petroleum oil residuum) for further 
refining, Borger, Tex., to Ponca City, Okla., in violation section 
1. Asks reparation. 

No. bey Caterpillar Tractor Co., San Leandro, Calif., vs. C. B. & 


. et al. 

Rate, tractors and parts thereof, Peoria, Ill., to Seneca, Ore., 
unjust and unreasonable by reason of misrouting; also alleges 
applicable rate unreasonable. Asks reparation. 


No. 25180. Los Angeles Union Stock Yards Co., Los Angeles, Calif, 
vs. L. A. & S. L. et al. 

Rules governing diversion or reconsignment of livestock, be- 
tween points in Mo., Kan., Okla., Neb., 8. D., Mont., Wyo., Colo. 
Ida., tah, N. M., Tex., Ariz., Nev., Ore. and Wash., on one 
hand, and points in Calif. on other, in violation section 1. Asks 
new diversion or reconsignment rules and reparation. 


No. 25181. Armstrong Cork Co. et al., Lancaster, Pa., vs. A. T. & 
Ss. F. et al. 


Rates, felt-base fioor covering, between points in Calif. on the 
one hand, and destinations in Utah, Colo., Wyo., Ida., Mont. and 
Ore., on the other, in violation sections 2 and 3, undue prejudice 
alleged being in favor of a shipper of felt base floor coverings 
from the Oakland, Calif., district to destinations, principally 
in Utah and Ida. Asks rates, rules and/or practices on felt base 
floor coverings deemed reasonable and just. 

No. 25182. Ray E. Wenk, Rudoiph Wenk and George Wenk, ©0- 
partners doing business as Wenk~Bros., Kansas City, Mo., V5 

. M. St. P. & P. et al. 

Rates, egg case flats, Kansas City, Mo., to Madison, S. D., im 
violation sections 1, 4 and 6. Ask reparation. 


No. apres. Edgar L. Pearson & Co., Houston, Tex., vs. St. L.-S. F 
et a 


Rates and charges in violation sections 1 and 4, uncompressed 
cotton linters, Ashdown, Ark., to Springfield, Ml. Asks rates and 
reparation. 

No. 25184. George Thompson et al., Sioux City, Ia., vs. B. & O. et al. 

Unreasonable charges, horses and mules, points in ia., Minn., 
Neb., S. D., N._D., Mont. or Wyo., to points in Ind., Mich., ¢ 
Ky., Pa., Md., W. Va., Del., N. J.. N. ¥., R. I., Mass., Vt. » 
H., Me. and D. C. Ask rates and reparation. 
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e BEWARE OF 


Demon 


Damage! 
He may be 
on the job 
when least 
expected! 





be glad to do it for you. No 
obligation, of course. But 
write us now—before Demon 


OUR customer doesn’t al- 
ways let you know when 
Demon Damage is on the job. 
Sometimes his mark is only 


Damage takes his toll! 
slight—trivial damage that 
isn’t worth arguing about. 


But it isn’t forgotten, and et ERICAN 

your peg on ee E CE LSIOR 

blames you for it—remembers 

it the next time he orders! CORPORATION 
Improved packing methods 


; ‘eneral O; 
will help you avoid this ae 
hazard. Check your methods 1000-20 N. Halsted St., 
today! Or, if you wish, we'll Chicago 


HEADQUARTERS FOR PACKING SUPPLIES 


Premium 


for This Service 


Shipping by American Mail Line 
President Liners is just as econom- 
ical and a great deal faster. Sailings 
are so frequent and dependable that 
you can with precision state to your 
Oriental customers just when their 
goods will be delivered. The regular 
sailing schedule of President Liners has 
set up new standards for Pacific shipping. 
Specify American Mail Line. 
A fleet of express Cargo Liners further 
augments this service to Japan, South 
China and the Philippines. 
For information apply desk No.6 
New York 


Chicago 
Cleveland 


32 Broadway 

1714 Dime Bank Bldg 
110 S. Dearborn St 
Union Trust Bldg. Arcade 


General Freight Office 
1519 Railroad Ave. So Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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Docket of the Commission iQ 


Fron 











NOTE—items in the Docket marked with an asterisk (¢) hay 
been added since the iast issue ef The Traffic Werid. New 
ments new on the Cemmission’s decket of dates later than hey, 
shown will net bear asteriske when they de a Fr. Cancellaticn 
and postponements announ toe fate to show the change ip thi 
Decket will be noted elsewhere. 


April 18—Washington, D. C.— iner Brennan: 
24990—Deford Co. vs. N. & W. Ry. 

April 18—Argument at Washington, D. C.: 
24570—Leslie Gamble et al. vs. Pa. R. R. et al. 
Finance No. 8692—A. V. I. Ry. proposed construction. 
— No. 8715—Hutchinson & Northern Ry. proposed constry. 

on. 

April 18—Washington, D. C.—Examiners Waterbury and Oliver: 
Finance No. 4338—Excess income of Potato Creek R. R. 

April 18—Washington, D. C.—Examiner Conway: 

Finance No. 3838—Excess income of Mississippi River & Bony 
Terre Ry. 
April 18—St. Louis, Mo.—Examiner Archer: 
!. & $. 3720—Railway material in southwest. 

71 & - 3720 (1st supplemental order)—Railway material in south. 

west. 







April 19—Argument at Washington, D. C.: 
23145—Arizona Woolgrowers’ Assn. et al. vs. A. T. & S. F. Ry. ¢ 
al. (and cases grouped therewith). 
April 19—Washi on, D. C.—Examiner Quimby: 
Finance No. 1—Excess income of Chicago Heights Termin). 
Transfer R. R. 
April 19—Cleveland, O.—Examiner Mattingly: 
1. & S. 3130 (part 11)—Stone, southwestern rates, and consolidated 
cases (adjourned hearing). 
April 19—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 13413 of W. S. Curlett, F. Van Un- 
mersen and B. T. Jones. . 
Aprii 18—Omaha, Neb.—Examiners Worthington and Walsh: 
17000, part 10—Hay rates within western district. Rate structure 
investigation (and cases grouped therewith). (Further hearing.) 
April 20—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 14551, filed by W. S. Curlett. 
April 20—Argument at Washington, D. C.: 
Finance No. 3764—Excess income of Illinois Northern Ry 
— No. 3844—Excess income of Montana, Wyoming & Southern 
y. 
April 20—Chicago, Ill—Examiners Mackley and Hall: ; 
17000, part 7—Grain and grain products within western district and 


for export (and cases grouped therewith) (further hearing). 
April 20—Washington, D. C.—Examiner Warren: 
Finance No. 1—Excess income of Kelley’s Creek & Northwest- 
ern a 
April 21—Argument at Washington, D. C.: 
Finance No. 3733—Excess income of Ft. Worth Belt Ry. 
Finance No. 3829—Excess income of Midland Valley R. R. 
April 25—Washington, D. C.—Examiner Curtis: 
25094—S. A. L. Ry. (L. R. Powell, Jr., and E. W. Smith, receivers), 
vs. Car. & N. W. Ry. et al. 
April 25—Washington, D. C.—Examiner Brinkley: 





Finance No. 4606—Excess income of C. W. P. & S. R. R. 
April 25-26—Argument at Washington, D. C.: 
12964—-Consolidation of railroads. 
April 25—Washington, D. C—.Examiner Glenn: 
* 24757—Limestone Products Corporation of America vs. L. & H.R 
Ry. et al. (adjourned hearing). 
April 25—Washington, D. C.—Examiner Molster: 
* Finance No. 8645—Northeast Oklahoma Railroad Co. control (fur- 
ther hearing). 
April 25—Kansas City, Mo.—Examiner Archer: 
1. & S. 3646—Classification ratings on fruits and vegetables in west- 
ern territory. 
13535—Consolidated southwestern cases, and cases grouped there- 


with. 
19732—American Fruit Co., Inc., et al. vs. R. C. B. H. & W. BR. R. 


et al. 
a ee & Vegetable Shippers’ Bureau et al. vs. A. & R. 

R. R. et al. (and cases grouped therewith) (further hearing). 
1. & S. 3688—Vegetables with clipped tops from southwest. 


April 25-30—Kansas City, Mo.—Examiners Stiles and Parker: 
17000, part 9—Rate structure investigation, western district rates 
(and cases grouped therewith) (further hearing). 
April 26—New York, N. Y.—Examiners Hurley and Peyser: 
Transit on vegetable oils in southern territory (adjourned 
hearing). 
April 26—Washington, D. C.—Examiner Disque: 
1. & S. 3674—Unmanufactured tobacco in south. 
April 26—Washington, D. C.—Examiner Zeitz: 
Fourth Section Applications Nos. 2506 et al. 
April 27—Chicago, Ill—Examiner Johnson: 
* |. & S. 3730—Iron and steel—lIllinois territory to Minnesota. 
April 27—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 14624, filed by C. R. I. & P. Ry. 
April 27—Washington, D. C.—Examiner Woodrow: 
ne No. 3644.—Excess income of Brooklyn Eastern District Ter- 
minal. 
April 28—Argument at Washington, D. C.: 
* Finance No. 8948—Fort Worth Belt Ry. proposed control. 
April 28—Chicago, Ill.—Examiner Johnson: 
1. & S. No. 3728—Classification rating on bill of lading forms. 
April 28—Washington, D. C.—Examiner Boat: b 
F. S. App. No. 14665—Filed by Agent Leland, for authority to — 
lish and maintain rates on petroleum oil and products from, t? 
and between pojnts in Arkansas, Kansas, Missouri and Oklahoma, 
without observing the fourth section. 
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Exactly where we can do 
shippers to MINNEAPOLIS 
the most good 


Railroads come to our doors; the Minneapolis wholesale 
— lies all around us to the North and Northwest. 

three blocks east of us is the greatest retail business 
pre 4 in the Northwest. 


For the rendering of warehousing service in Minneapolis 
to manufacturers and shippers we are “‘sitting pretty’ and 
we would like to hear from you. We have the best of 
warehouse facilities to place at your disposal. 


/QUAKER LINE 


DEPENDABLE SERVICE 


From ALBANY, N. Y. — Fortnightly 
BOSTON MASS, _ -Fortishtly 
NEW YORK, N ly 
BA MORE. } Mo. Fortnightly 
BALADELPEIA, PA.—Weekly 
To Cristobal (Canal oy San Diego, 
Los Angeles, S n Francisco, 
Oakland, Portland, Se Seattle, Tecoma. 


For Rates and Other Particulars Apply 


—, LINE 

















































maemetcem — eakesitreate | | NORTHWEST WAREHOUSING 


COMPANY 3 


301 North Seventh Street | 
Minneapolis, Minnesota af 
OR st st Es i 


“T TRAFFIC MANAGERS 


"| BISHOP & BAHLER | Trafic 



















Mexico, Nicaragua, Salvador. 


Weekly service with transshipment at Cristobal (Canal 
Zone) to West Coast Ports of Central America, South 
America and Mexico at differential rates. Through 
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ATTORNEYS AT LAW 

















ninal- sn Rs . and 
date . ETH ommerce 
"I 1006 Firth Street, Sacramento, Calif, Specialists 
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ail HENRY J. SAUNDERS 
™ F} Valuation CONSULTING ENGINEER 
ont, od Sian sari eee 
—_ Experts 643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 
- and 
SHIP THROUGH 
vest- 
WILMINGTON | UNITED FRUIT 
| GREAT 
ers), WHITE ‘ 
FLEET | 
ol Regular Freight and Passenger Service 
< BETWEEN 
- We solicit specific inquiries relating to New York, New Orleans, Boston and San Francisco 
- our facilities, our rates and terms. AND 
Charles H. Gant, Manager | 
Te WILMINGTON MARINE TERMINAL } Cuba, Jamaica, Panama, Colombia, Costa Rica, | 
R. Wilmington Delaware Guatemala, Honduras, British Honduras, 
ned :onning HARRY e. AMES | bills of roo to all one ileal | 
ipments to vador handled expedi- 

INTERSTATE pinay ~My nd tiously via Puerto Barrios, Guatemala and the 





COMMERCE Formerly Attorney and Examiner 
COMMISSION eeiain Blas, Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 
Philcade Building, Tulsa, Oklahoma 
Oklahoma City Office, Petroleum Bldg. 
Washington Office, Southern Bldg. 








For Rates and Other Information Address: 
FREIGHT TRAFFIC DEPARTMENT 


Pier 8, Nerth River, New York, N. Y. 


| 

(romear 1001 Fourth 8t., 111 W. Washington St., 
<q: | San Franelece, Call. Chieago, til. 

| rte op 

| 
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International Railways of Central America. 
} 

















Leag Wharf, 821 St. Charies St, 
Besten, Masa New Orleans, La 


| 
General Offices: One Federal Street, Boston, Mass. | 
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Aprit aa, Se mer Sullivan: 
Finance No. Gok L. & N. R. R. for authority to 
abandon a line of railroad between Cliffside and Irvine, Ky. 


Age 28—Washi D C.—Examiner Curtis: 
- & S&S. 4AT— core cotta from to and between points in southern 
* te tory and between points in southern territory and points in 
official territory. 


-_ 28—Oklahoma City, Okla.—Examiner Archer: 
bee; og southwestern cases (and cases grouped there- 
. (further hearing). 
i. ae 3677—Fruit jar tops to the southwest. 


GREAT LAKES TRANSIT 
CORPORATION 


are aware that all of the 
Commis- 
December 3rd, 1931, have been 
suspended. Hearings have started before the 

mission and we feel confident proper rates 
will be in effect prior to the opening of navigation. 


Our friends probab 


rail-and-lake rates effective, under the 


sion’s Order, 


Watch this space for future announcements. 


General Offices: 223 Erie Street, Buffalo, N. Y. 





We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prowye ‘Also ind All Kinds of Publications 
The Book Shop Bindery 
380-854 West Erie Street igo 





Merehandise Storage 
Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


CROOKS TERMINAL WAREHOUSES 
Storage and Distributing of Merchandise of Every Description 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing | All in One Book! 


2 DT: & Co. 


RICHMOND. VA. 
Storers, Distributors and Forwarders 
of General Merchandise 
178,000 Square Feet Floor Space 
Sprinkled Buildings 
Southern R. R. Siding 20c Ins. Rate 
Virginia Bonded Warehouse Corp. 

1709 East Cary Street 
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AMERICAN CAR CORP. 








- Chicas, tll.—Examiner Johnson: 
Paper, and paper articles between W. T. L. 
sigr_—Mrichigan 






r Mills Traffic Assn. vs. Santa Fe et al (inthe 

















April 29—Argument at Washin C.: 
23922 (and Subs. 1 and 2)—S8S emer Paitling Co. et al. vs. Pa. Rp 
et al. (and cases grouped therewith). 
May 2—Texarkana, Tex.—Examiner eo" 
Finance No. 9164—Application K. C. Ry. for authority to acquiy 
control by lease of certain lines of =. & Ft. S. Ry. 
Moy Spice, TIll.—Examiner Faul and Wilbur: 
10—Switching rates in —— oan district.t 
24950—Acme Steel Co. . & & F. Ry. et al. 
(¢Further hearing with A A % relation of rates and 
for switching in intrastate commerce to rates prescribed for 
switching in interstate commerce.) 
May 2—Boise, Ida.—Examiner Disque: 
* 25135—Increases in intrastate freight rates and charges. 
Ma x 2—Frankfort, Ky.—Examiner Mattingly: 
* 25136—Increases in intrastate freight rates and charges. 
Ma 4 2—Little Rock, Ark.—Examiner Trezise: 
* 25135—Increases in intrastate freight rates and charges. 
oy 2—Lansing, Mich.—Michigan Public Utilities Commission: 
* Finance No. 9068—Application Tittahawassee R. R. for authority tp 
soauire and construct certain lines of railroad in Midland county, 


ow 2 T*: York, N. ry Aeow ft 
I. . 3723—Coal from Pa. to N. Y. O. & W. Ry. points. 
May Nae et D. Agee nb Mo + ony 
24951—-International Paper Co. vs. A. C. L. R. R. “ al. 
May 2-5—Dallas, Tex.—Examiners Stiles and Parker 
1000, part $—Rate structure investigation, western district raty 
(and cases grouped therewith) (further hearing). 


et al. vs. 


CHANGES IN DOCKET 


Argument in No. 24542, George F. «ig vs. T. N. M. Ry. et al, 
assigned for April it at Wshington, D. C., was canceled. 

Finance No. 895 L. Ry. et al., abandonment (further hear. 
ing), was set for Shae April 13, at "Columbia, S. C., before Ex. 
aminer Davis. 





PARCEL POST PICK-UP SERVICE 

Representative Kelly, of Pennsylvania, has introduced a bill 
(H. R. 11152) providing that, for experimental purposes, at such 
offices and under such regulations as the Postmaster General 
may prescribe, parcels of fourth-class matter may be picked wp 
from places of mailers, and for this service there shall be a 
uniform postage charge of not more than 3 cents a parcel in 
addition to the regular postage. 


POSTAL RATE INCREASE 

The National Council of Business Mail Users through 
Richard H. Lee, general counsel, and other mail users, appeared 
before the Senate finance committee in opposition to the provi- 
sion in the House revenue bill increasing the first-class postage 
rate from 2 to 3 cents. It was contended that the increase 
would handicap business and result in a decrease in the volume 
of first-class mail. 


BULK CEMENT CARS 


Orders have been placed with the Pennsylvania Railroad's 
steel car shops at Harrisburg, Pa., for the remodeling of 2 
standard hopper cars for the special purpose of hauling cement 
in bulk. The new parts will be made at the railroad’s Altoona 
works. Last December six hopper cars were converted for 
experimental purposes. They have met with such satisfaction 
among the contractors that the additional ones will be rushed 
through as rapidly as possible. It is expected that the first of 
them will be ready for service within the next two weeks. 

This bulk cement car is a covered hopper car which is 
made water proof. There are eight small hatches in the steel 
roof through which the cement is loaded. The drop bottoms 
of the car are slightly changed so as to permit the cement 
to be conveniently drawn out without any wastage. The cars 
have a capacity of 50 tons. 



















REPRESENTATIVES wanted in every city of the United State 
and Canada to market our so management service. Interstate 
Traffic Company, Washington, D. 
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